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engine anda its distinctive tank. The Bon had class. 


stable, with incredible acceleration. And the guy who rode one knew he bad the 
most responsive, best handling motorcycle ever built. Others have tried to 

copy the Bonneville for 20 years, but haven't come close. Today, you can still 
enjoy the classic styling, the raw power and the unmatched handling 


that sets the legendary 750cc Bonnie apart. Make your own legends 
See your Triumph dealer, now. 
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Road Tests 


Husqvarna 360 Automatic 
The Swedish Army should have it so good. 


Suzuki RM250B 
Can you believe it? It’s all-new—again. 


Conversations in a Back Room ; 
72 hours before the Decider, Springsteen is loose as a goose. 
By Gordon Jennings 

Ten Best Test Bikes of 1976 

These are our favorites. What are yours? 


The Cologne Show 
The world’s biggest—and the world’s best. By Dale Boller 


Champions 1976 
These are the guys who won what counted. 


Competition 


The Great Ascot Hang-lt-Out . 

Springer wins his seventh—and everything else. By Cook Neilson 
The ISDT 

Some teams knew it was s going to be a motocross. Ours didn't. 
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10 good reasons to wear 
Bates new winter gloves. 


Top-grain leather is 
glove tanned. 















All thread is tough 
nylon that “gives” 
without cutting the 
leather. Won't rot 
and break in 
damp weather. 


Reinforced palm has 
extra layer of leather to 
absorb vibration and 
wear, prevent blisters. 


Elastic band around wrist 
keeps wind and cold out, 
assures snug fit. 


ROAD RACING STREET AND 
The ultimate rac- TOURING 


less than 1 oz. for with comfort 
sensitive touch that must be 
on controls. experienced to 
Extra protective be believed. 
layer on heel of Choice leather 


extra leather 
in palm and 


Size of gauntlet is just 
right to allow snug fit 
with jacket. 


MOTOCROSS 
Shock-absorbent 
ing glove. Weighs Traditional styling padding protects 


back of hand 
and fingers, and 


Extra Small to Extra Large 
sizes to fit all riders. 


Contrasting strip of 


leather protects 
ba knuckles. 


Specially curved 
and lengthened 
finger pattern 
provides easier 
gripping, reduces 
pressure and pull. 


Entire gripping area 
lined with easy-flexing, 
warm nylon-covered 
polyfoam to reduce 
bulkiness. 


Tops, outside edges and 
thumbs lined with warm, 
sherpa-like fleece. 


Number & Description Price 
4910 Touring-Unlined $11.95 
4915 Touring-Lined $14.95 
4950 Motocross $17.95 
4960 Road Racing $19.95 
4970 Winter Gloves $22.95 


Gloves come in XS, S, M, L and XL sizes. 


See your local dealer or send full price 
plus $1.00 for shipping and handling to: 


inside of thumb 


the "quality people” 


hand. Velcro stretches to match absorbs wear, 
wrist closure.No every hand prevents blisters. 
inside seams. movement like a Rugged, yet so 


Make great cafe second skin. 
racing or tour- Choose lined 
ing gloves. or unlined. them in. 
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supple you don't 
have to break 
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XL-250 Both street riders and off-road 
fans love the Honda XL-250. 
They appreciate its sporty performance and: out- 
standing reliability. And now, brand-new 1975 
XL-250's have a manufacturers suggested retail 
RO price of $706* ($715 East Coast. price) during 
your Honda dealers Showroom Showdown. 

The XL-250 features a four-stroke, overhead- 
cam, single-cylinder engine with a special four- 
valve cylinder head. That combination spells 
performance and economy. Economy for the 

enthusiast who likes to 
ride to work. And perfor- 
mance for the off-roader 
who enjoys using four- 
stroke tractability anda 
five-speed transmission 
to his advantage out in the 
backwoods. See the Honda 

XL-250 during your 

Honda dealer's Showroom 

Showdown. 



















MR-25 Enduro riders, hang on to 
| your time card! Honda's 
l selling brand-new 1976 MR-250's ata reduced 
manufacturer's suggested retail price of 
only $1,019* ($1,028 East Coast price) during 
their Showroom Showdown. The MR-250 fea- 
tures an Elsinore™-based frame with forward- 
mounted aluminum shocks for that long-travel 
ride and precision CR steering geometry to 
keep you going where you pointit. The torquey 
two-stroke engine and hefty flywheel-deliver 
power smoothly to the ground. 
A large 3.4-gallon tank means 
hours of riding. Other standard 
features include a skid plate, 
spark arrestor/muffler, 
enduro lighting system, 
tool kit and a speedom- 
eter with resettable trip- 
meter. All this and 
Honda's legendary relia- 
bility for $1,019 
during your Honda 
dealer's Showroom 
Showdown. See it 


today. 
Manufacturer's suggested retail price does not include tax, license, registration, dealer set-up and transportation charges. All prices optional with dealer. Always wear a 
helmet and eye protection when riding. Model availability may be limited. MR's are designed for off-road, operator use only and are designed’ primarily for motocross 
use. For free brochure, write: American Honda Motor Co., Inc., Dept. C17P, Box 50, Gardena, California 90247: See Yellow Pages for nearest dealer 
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Editorial 





The Tyrannical Mr. Average 


® In the first place it’s Mr. Average. Not 
Mrs. Average, or Ms. Average, or Average 
Esq., or Master Average. Just plain ol’ Mr. 
Average. Makes around $14,000 a year, is 
in his twenties or thirties, is occasionally 
married, stands ahout 5'10” and weighs 
165. Has a car or two, and sometimes 
lives in a house. 

In the motorcycle industry, he’s a very 
important fellow. He’s hypothetical only in 
that he does not physically exist; this 
aside he may as well be your next-door 
neighbor. He is influential beyond the 
telling. His bodily size, his attitudes, the 
ebbs and flows of his economic fortunes 
and the potential for their improvement or 
erosion, his other interests, where he 
lives, his views, real or potential, of politi- 
cal and governmental trends—all of these 
determine to a great extent what we ride 
and how it is expected we will ride it. 

You want an example? Take OEM Jap- 
anese rear shock absorbers, as supplied 
on street bikes. You’ve heard them de- 
scribed as spring locaters. As fish-oil con- 
tainers. As pogo sticks, and struts. 

It is not the considered opinion of 
motorcycling’s elite that Japanese street 
bike shocks constitute the ultimate ex- 
pression of the hydraulic engineer’s art. 
Then why do these boingers exist at all? 

“For the average rider, they work just 
fine,” is the explanation. “He doesn't flog 
his motorcycle around every corner. He 
doesn’t gassitup down every straight. Mr. 
Average sees nothing wrong with these 
shocks.” 

Presented with an argument bristling 
with economic good sense, Japanese 
manufacturers of high-performance 
street equipment thus have reason to 
believe that shock absorbers are just fine 
the way they are, thank you very much, 
and continue to invest development hours 
and dollars in components that have more 
romantic, functional or cosmetic value. 

If. you think for a moment that Amer- 
ican- or British-level shock performance 
is beyond the capabilities of Honda, Ya- 
maha, Suzuki or Kawasaki, you’re out of 
your mind. These manufacturers can do 
anything, as they all have proven on so 
many occasions. Honda can build HERT 
bikes. Yamaha can build OW31s. Ka- 
wasaki can build Z1s. Suzuki can build 
Square Four 500s. But to manufacture (or 
have manufactured) a shock absorber the 
capabilities of which lie beyond the de- 
mands of Mr. Average, makes no sense. 
He-would be as appreciative of a titanium 
headlight nacelle. While thee and me 
might revel in such a spicy component, 
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the omnipotent Mr. Average can’t tell the 
difference between titanium and titmice, 
so what’s the point? 

Do not think for a moment that Mr. 
Average’s influence is completely nega- 
tive. As a motocrosser and off-road rider, 
he felt that suspension development 
across the board was called for. So he 
called for it, and before you could say 
“Holy Kayaba!” we all had at least eight 
inches of travel, final-drive chain ten- 
sioners, oil reservoirs, air accumulators, 
bladders, hypodermic needles, regula- 
tors, forward-mounts, lay-downs and 
monos. He had those Japanese Giants 
jumpin’. New models every six months, 
and new obsolescences every seven. 
Even European manufacturers answer 
the phone when Mr. Average calls, and he 
installed WATS lines to Austria, Germany, 
Czechoslovakia and put in a Telex to 
Liechtenstein just to be on the safe side. 

Nine years ago everybody thought a 
disc brake was something you put on the 
turntable to slow your records down, and 
that four-cylinders only came in Jeeps. 
How did it all change? Mr. Average felt the 
time had come to ride the open road on 
something more elegant than a two- 
wheeled version of a runaway jackham- 
mer. So he dialed up Mr. Honda and 
requested the CB-750. Pleased with how 
that bike turned out, he called on Suzuki 
and Kawasaki for Threes and Fours, and 
before anybody knew it motorcycling’s 
Modern Era was upon us. He was tired of 
Big Street Singles. He was bored with the 
way things were going in England. He 
liked fork oil to stay in the fork pipes, and 
crankcase oil to stay in the crankcases. 
He had heard enough jokes about BSA 
dealers wearing crepe shoes to sop up 
sub-engine oil spills without the customer 
suspecting anything. Since Mr. Average’s 
opinions carry the conviction of his wallet, 
his influence is total. Manufacturers who 
ignore his dictates have a funny way of 
. . . disappearing. 

Mr. Average works in powerful ways 
among the after-market manufacturers as 
well. He wanted (no-one can figure out 
why) more power from his H2 750 Ka- 
wasaki, his Z1 and his CB-750. Zap! He 
had Dennis Dean and Denco, he had R.C. 
Engineering, he had Action Fours and 
Yoshimura. He wanted a motocrosser just 
like Marty’s—and he got the Flying Ma- 
chine Factory. He wanted. spiffy fairings 
and he got Vetter, and Wixom, and all 
the rest. 

If you do not find the workings of Mr. 
Average reflective of your own personal 


preferences, than by definition you are 
outside the mainstream. However dis- 
tressed you may be by the short final drive 
chain life on your mega-multi, until Mr. 
Average becomes similarly distressed, 
keep on sufferin’ and hope for the matter 
to spring to his attention. For now, he 
would prefer to have whatever cosmetic 
benefits attach to a motorcycle with an 
uncluttered rear end, and fully-enclosed 
chain cases will have to wait. 

But as time goes by and Mr. Average 
continues to take on the trappings of 
street bike sophistication, matters of rear 
shock performance and longevity, mat- 
ters of seat comfort and ride height, mat- 
ters of cornering clearance and drive line 
snatch, matters of front fork compliance, 
overall vehicle weight and engine width 
will increasingly occupy his thinking. He 
has seen to street bike engine perfor- 
mance, good brakes, an almost violent 
upgrading of dirt-slinging equipment, tire 
performance, oil tightness, turn signal 
beepers and self-cancellers. He likes 
AMA dirt-track racing, he likes Speedway, 
he likes Motocross and he hasn't made up 
his mind about American road racing 
(although that sport meets with the ap- 
proval of his European counterparts, 
Monsieur Moyenne and Herr 
Durchschnitt). 

What you have to do is wait him out. 
You can’t bludgeon him into changing his 
opinion about anything, although in due 
course if your specific suggestion has 
merit, he'll acknowledge it and cause 
changes to be made. You can’t embar- 
rass him, prompt him or terrorize him 
(unless you're bigger than he is, like Gov- 
ernment). You can’t show him the error in 
his ways and expect that to accomplish 
anything either, although sooner or later 
he'll discover it for himself. Neither can 
you rush him pell-mell into the future and 
expect him to like it. His movement is 
irresistible, but slow; too much future is as 
unsettling to him as too much past, and 
just as unacceptable. 

So on behalf of all of us, I’d like to say 
this to Mr: Average: you’ve done well, sir. 
We appreciate your dirt bikes and your 
pavement-burners. We like your disc 
brakes. Your electrical systems are be- 
yond reproach, and your-suspension sys- 
tems are coming along nicely. We miss 
some of the bikes you’ve put down the 
dumper, and there are a few we'd like you 
to take care of as soon as you can get 
around’ to it. But altogether we under- 
stand what you’re up to, Mr:Average. Stay 
with it. —Cook Neilson 
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RIDING JACKET 
AND PANTS 


Designed by Kawasaki. First 
quality garments. Made of 

420 denier nylon with heavy 
double -sewn seams for warmth 
and durability. Royal Blue with 
high visiblility, green and white 
reflective striping, double over- 
lapping panel seals front and 
zipper for wind and rain 
protection. S.M.L. Many 

other extras. This is an S80 Value! 


Jacket $29.95 #* 
Pants $19.95 Ñ 


Bo'ry $49.90! 


for only 


This is an $80 
value! 


carrying pouch and vented 


Available in blue or 
yellow. S.M.L. Save $4.00 





KAWASAKI GLOVES 


Designed to meet the tough GOATSKIN 4 
S of top riders. Preferred by Kawasaki Team 


Seamless palm and short ela- riders because they Provide: 
stic cuff keeps the palm taut. maximum softness when 







Heavy 15mm vinyl with a4 N 

elastic cuffs, snap-on hood Gh TWO- FACE PROTECTOR 
with draw string and elastic $ ad The Passaport® protects 
waist for added comfort. PIECE your face and neck from 


Has two full size pockets, RAI NSUIT 
back. 100% water proof. $5 95! 





OUTRIDER HASIT ALL 
> FOR MAN AND HIS MACHINE! 
CALL TOLL FREE 


800-223-6880 


CREDIT CARD ORDERS 
_ SHIPPED SAME DAY* 


COLD WEATHER 











eT 
the cold without keeping anced” 
the heat in. Crafted of 
pure silk, it's 
featherweight and soft 
against your face while 
fitting easily in your 










AIR HORNS !2-Vo_Ts 







Necessary for all road bikes. 






GAUNTLET GLOVES | pocket. Available in Loudest horn available. Kit 
siver, black. = contains 2 chrome trumpets 
Our very popular, all-weather Sver, , orange, (high 
1 gh and low), compressor, 
touring gauntlet. Made of blue. brackets, relay, tubing and 







top-quality leather with 





o hardware. Requires custom 
vinyl cuff. $6.95 installation. Extra brackets 
Black only in S. M. L. may be required. 


$10.95 





$23.98 


ALL BELL 
HELMETS 10% OFF 


The “professionals’’choice. 
Sizes 6-3/8's to 7-7/8’s. RT 
in white $34.95. Super Mag- 


FLIP-UP SHIELD BY 
NATIONAL HYDRON 


Flips out of the way when 
not needed. Three snaps so 
it fits most helmets, even 









Protective padding on back wet or dry. Seamless palm, i 3 S 
A Avail bloiin Green Pig- cl protectie] padding on ENGINE your Bell Star 120-up to 7%. fam in pan or silver $40.96, 
skin in S, M, L or XL. side. Lock stitching 95, 

HS R and short elastic cuffs. Avail- CASE GUARD @ Standard clear $7.95 orange $59.95, Star 120 


able in S, M, L or XL. green, 


Reg. $10.95 j o both sides. 
#{ American made. 


Reg. $10.95 $7.39 


epoxy black. 
Available for 


Kawasaki 900 
CB 500/550 





AD, 





WEATHERKING COVERS 
High-quality covers provide maximum protection 
against the worst weather conditions. Made from 
the finest materials. Durable-water and fire resis- 


tant. Slightly irregular colors. Irregular YOKOHAMA. 
OVER SISSY BAR COVER colors. 


10-050 For All Makes, Over 350cc 
$13.95 


OVER HANDLEBAR COVERS 
10-042 For All Makes, Over 350cc Value $24.95 










10-043 For All Makes, Up to 250cc 


SPACEAGE WINDSHIELD 
Aerodynamically designed for safe riding, the 
SPACEAGE is made of 3/16” thick Plexglass. 
Triple chrome plated universal mounting hardware 


Jk NGK SPARK PLUG 





in most Japanese motorcycles. P; 
Order by mail and save! Give ordering. 
us your bike model and make 
and you'll get the correct 
plugs. Standard plugs only. 


Reg. $13.00 


Box of 10 $6.90 


AS SEEN ON TV 


Lots of fun and 





exercise for the kids. In Alaska, Hawaii, and N.Y. Call 212 581-2250 9A.M. - 6P.M. 608 W. 57th St. | 
KICK N 80 sR. To order call k New York, New York 10019 p 
or kids up ame. 

eee etaria ee io Jp 
R. 3 a ==) | 800-223-6880 City. State. Zip = g 

WHEELER for kids up THE New Vis oR ál 

to 132 Ibs. CO 2 E fe ngg T 

$39.95. KICK 'N i AE 38 z 

GO SR. 2 pi SUTRIDER s SI 

WHEELER (steers : 978-77 jŠ |e & 

z = -77 Otek | 5 

like a bike) for L RETAIL sas jd É | 

bs. £89.88. KICK I A * Sor no C.O.D. orders IEF Š È J 

‘N GOs sent f Sond $100.01 Y Beate f = i 

freight collect, i 120 page A o aa give an £ 2 

disregard 5% 1976 catalog. master charg Gift Certificate 5 

freight charge in Ciaoo ordan” : tein [BANKAMERICARD One TOLL FREE call S I 

coupon. L — SSeS = does it all. F -l 





Protects engine cases 
Chrome or painted 
Honda 750K and F 


(not Super Sport 550) 


$24.95 





All major brands of motorcy- 
cle tires in stock; AVON, 
BARUM, CONTINENTAL, 
DUNLOP, GOODYEAR and 


! fits all 7/8” wide by 21” high and meets or 

SPECI AL exceeds 226.1 standards for highway safety. 
of ; Check local 

The original equipment found laws before 


OUTRIDER ACCESSORIES, INC. mieus T 
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NEW YORK CITY/LOS ANGELES, CA./MIAMI, FL/570 S. BROAD AVE., RIDGEFIELD PARK, N.J./260 BROADWAY, ELMWOOD PARK, N.. 





















white or orange $59.95. 
Give second color choice 
where acceptable. 


@ Hydron coated $9.95 


(prevents fogging) 


@ MXL scratch $9.95 


resistant 


SMOKIN’ CHOPPER 

Handmade of gold or nickel plated wire, this unusual gift 
item measures 5" X 3” and holds your smoke with an 
aheae clip on the sissy bar. The perfect gift for every 
smoker. 


PONY EXPRESS BAGS 


Feels and looks like real 
leather, Made of top-qual- 
ity naugahyde, Fits under 
or over your bike’s seat 
or you can carry it on 
your shoulder. Available 
in brown only. 


OUTRIDER has it all. 

Everything for your Honda, 

Yamaha and Kawasaki. Available 
for immediate delivery. 

readings. Installs in minutes 


[| 
ce) EE 
[ess] ez |e] 


special tools needed. Saves 
$13.00! 






HONDA OIL 
PRESSURE GAUGE 


Gives constant oi! pressure 
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The Real Thing 


I’m writing to express my dismay over 
your feature in the October issue entitled 
“What to Bring.” Most of the items you 
recommend | can readily agree with but 
then, just when | was about to give you 
credit for another job well done, you blew 
it completely by insisting that dirt riders 
carry a flask of Hiram Walker’s Apricot 
Brandy. No self-respecting donk, no mat- 
ter how dumb, would be caught with a 
bottle of Apricot Brandy around here. We 
all drink Hiram Walker’s Ginger Brandy. 
Besides, we always tape it to our left leg. 
We used to tape it to our right leg but the 
bottle kept breaking during kick starts. 

Dick Duncan 
Cold Spring, New York 


THE DREAMER 
| keep on having this dream about 
outbreaking Roberts into the first turn at 
Daytona. My question is, what should | do 
about it? 

Mike Prokt 
Cincinnati, Ohio 

Cold showers. —ed. 


DONKS 

Those street-only riders should read 
Shilling’s NORTHWEST PASSAGE (Oct. 
CYCLE). After 14 years of street riding via 
46 Harley, ’64 Honda, ’67 Yamaha, and 
72 Suzuki water pumper, | finally dis- 
covered dirt. It all started by getting a 
Yamaha MX 80 for my 9-year-old son to 
learn to ride. After several trips to a 
friend's farm, | decided to look for a used 
dirt bike just to have something to do 
while he was riding. 

| managed to pick up a ’75 CR125 
Honda and 3-rail trailer for $550 and 
promptly got hooked on the dirt. It was 
almost like discovering another arm or 
leg. Boy, had | been missing half of what 
cycling has to offer! 

Congrats on the great issue. It’s com- 
forting to know that I’m not the only really 
green off-road enthusiast around. 

Gene Terrell 
Jeffersonville, Indiana 


TIRES AND RIMS 

| have just finished your monumental 
gathering-of-facts article, “Tires and 
Rims”, in the November issue, and would 
like to add a few comments. 

Harley-Davidson developed, and alone 
utilizes, the 5-degree hump-type bead 
seat contour 2.50CM. This is specifically 
designed for tires with the suffix “T” after 
the size designation. Substituting any 
other tire will result in an improper fit in the 
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18” and 19” sizes. Harley-Davidson also 
uses a 2.00D which is basically an auto- 
motive contour; and | believe all 500 x 16 
type tires are manufactured for this. 

All European and Japanese manufac- 
turers use the cylindrical bead seat rim 
contour with the exception of the Gold- 
wing, which uses a TL-type contour. 
American cast wheel manufacturers fol- 
low the TL rim contours generally. 

A step in the right direction has been 
initiated in that all non-automotive wheels 
manufactured in the U.S. since August 1, 
1976, are required by the Department of 
Transportation to be stamped with the 
size, contour, date, and manufacturer 
(such as 18 x 3.00TL Lester 9-1-76). 

Lester Tire & Wheel Company is intro- 
ducing several new optional wheel widths 
including an 18 Xx 3.00TL for rear ap- 
plications and an 18 x 2.50TL for front 
applications. 

Your overall article places things as 
they are at this time; and if you think this 
article is complicated, you should have 
seen the situation a few years ago before 
the TL configuration was developed. 

Charles Ptacek, Chief Engineer 
Lester Tire & Wheel Co. 
Bedford Heights, Ohio 


FEUDALISM NOW 

Reader Bohon’s letter (Oct. 76) told it 
like it is and moved me to submit some of 
my own observations. | thought biking 
had ended when they quit making BSAs; 
now | have a Honda 550 and we're better 
off than ever. During my non-riding inte- 
rim | took up amateur (also called “ham”, 
not CB) radio, and guess what! The Jap- 
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anese started sending radio gear over 
here and we finally had state-of-the-art 
gear that had previously only been talked 
about. Sure, you can buy American—if 
you want to. Trouble is, you get a brand 
new twenty-five year old antique with 
tubes, external power supply, external 
speaker, no conveniences, and with me- 
diocre performance. Why so, you ask? 
Probably because our manufacturers are 
still operating in the black and turning a 
profit, so why update their products? 
Probably because their best people be- 
came too disgusted with the product to 
care anymore. Sounds like the British 
motorcycle industry of a decade ago. 

Funny thing is, it appears to be happen- 
ing in other areas too—consumer goods, 
industrial goods, industrial processes— 
the patents are rolling out of Japan and 
Europe. We sit on our collective duff with 
a shortage of creativity. 

Not that we don’t have plenty of cre- 
ative people to do the work and come up 
with ideas. When they do, they get $1.00 
for the patent and still face a house- 
cleaning or plant move. Hell, I’m an en- 
gineer with six years of degrees, and what 
do they tell us at my private (read industry- 
supported) alma mater? They tell us not to 
ask for money, vesting, overtime pay, sick 
leave and vacation rights, don’t ask 
whether your job is permanent or a pro- 
ject job (they'll lie if you ask); rather, work 
to serve the public (read employer), and 
never join a union. 

Unions? Well, we do have our profes- 
sional societies, run by management. 
That’s why the hue and cry that we need 
more engineers when the present over- 
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supply is expected to get worse for many 
years. Makes it easier to replace a man 
after they pick his brains and throw him 
out into the snow. What was it Bohon said 
about unemployment and “loyal, hard- 
working employees” over in Japan? Over 
here we use more bucaneer methods of 
motivation. Talk about feudalism? We’ve 
got it! Small wonder a lot of young people 
don’t want to work these days. Why 
should they—when their tax rate is higher 
than that on a millionaire’s income? 

Sure, we can now buy better motorcy- 
cles, better amateur radios, better other 
things too—if we want to. We can’t always 
find them locally; | doubt that we will until 
some out-dated business practices are 
discarded and more companies realize 
that people, not the system, are the bene- 
ficiaries of economic activity. 

Oh yes. . . hats off to Cook Neilson for 
his “Such a Deal” editorial in October. 
The dealers in the Milwaukee area have 
been ripping off the buyers for full sug- 


gested retail price well into 1975, buyer’s 

market or not. Those who fell for it will be 
better prepared to buy their next bike. 

Don Hilke 

Milwaukee, Wisconsin 


DESERT FOX 

Shame on you! Just when | thought 
CYCLE was a great magazine, you went 
and blew it! 

Looking through the October issue, | 
spotted the pictures illustrating typical 
riding gear of off-road racers. | was 
thrilled when | noticed that you thought 
enough of women riders to include them 
in your article. 

After reading the article, however, | 
changed my mind. To say that “your” 
California Desert Fox would make a good 
companion for any (male) rider, and 
showing her in cutesy photos, only con- 
firms the fact that you are a die-hard 
chauvinist! 

Women do not live for, nor do they ride 


bikes for, the enjoyment of men. If you 
would only open your eyes to the fact that 
women have joined the ranks of many 
men in the excitement of racing and riding 
bikes, then a whole new world would 
open itself up to you. You have tough 
competition and gaining women’s favor- 
able attention to your magazine would be 
helpful to your sales to say the least. 
Please don’t minimize a woman’s need to 
be respected as a bike rider, or anything 
else for that matter. 
Salley Burrough Pitts 
Lindenwood, New Jersey 


FREE ADVICE 

| would like to address this letter, in 
particular, to the folks who control the 
drawing boards at the Suzuki factory in 
Japan. First off, | am a 2-stroke enthusiast 
(touring rider all the way). 

Like most riders, | started my riding 
experience on 4-stroke bikes (Honda) and 

(Continued on page 66) 





Your bike is rotten. 





If that sounds like a rotten thing to say, think 
how your faithful friend and companion 
feels each time you're out riding. While you 
go boppin’ along, every surface of your 
bike is under attack by rotten elements that 
cause rotten things like deterioration, 
cracking and discoloring. Tire side-walls, 
trick paint job, saddle, clutch and brake 
cables, spark plug wires —all getting the 
worst of it. But don’t get depressed. Because 
finally there's one product (count it, one) that 
will protect about every surface of your 
hummer against rot. Armor All protectant. 
Armor All protectant is honestly unique. It 
actually combines with the fibers of — get this, 
now —all rubber, vinyl, plastic, leather, even 
paint, to form a thin, tough shield against rot. 
Things not only last longer, they also take 
on their own fresh, original look. And that 
goes for your riding duds, too. 
JANUARY 1977 


MS PLASTIC RUBBER LEATHER 





So get yourself in gear and gas it. Send 
for Armor All protectant. 


p=- MiMi 


Select Products Company, 4029 Westerly 
Suite 109B, Newport Beach, CA. 92660 


Okay, Armor All protectant doesn’t sound like just 
another rotten product. 

C Please send me 4 oz. bottles of Armor All 
protectant at $1.98 each plus 50¢ for postage & 
handling. 

Enclosed is my check or money order for $ 











O I’m a little short this month so I’m sending $1.00 
for an Armor All products introductory kit with 
samples, a decal, plus a brochure with an 

Armor All products and accessories shopping list. 


Name. 





Street. 

City. 

State. mip 

Sorry, no C.O D. orders. (California residents add 6% Sales Tox.) 
IT'LL BE EVEN MORE ROTTEN 

IF YOU DON'T TRY ARMOR ALL. 


© 1976 Select Products Company CY-3 











p7 Te mee e ee ee ee ee ee ee ee ee ee ee 
SS ee ee es ees es ee) 











Pipeline 


© IMAGINE A COMPOSITE ROAD WHEEL with a 
small cast hub, deep-section extruded 
aluminum rim and five pressed steel 
spokes, and visualize the component 
parts secured together with rivets. Now 
envisage the wheel in a crash, buckling 
but not smashing or breaking. Imagine 
your comfort in the knowledge that this 
wheel has been tested for 24 hours and 
2000 miles of racing on several occa- 
sions. Digest the proposition, and you'll 
grasp Honda’s stated motive for re-enter- 
ing European racing in the Endurance 


we , 
Ce 


class. Honda believes, or would have you 
believe, that their racing expenditure is 
justified purely on account of its rele- 
vance to pre-production testing and prov- 
ing. The commercial head rules the 
racing heart. 

But Honda has spent lavishly to com- 
pete in seven meetings, the majority of 
which were witnessed by a handful of 
spectators. At a time when other Jap- 
anese factories have trimmed their racing 
budgets, Honda’s action suggests deeper 
reasons than the published ones. After all, 
there must be more cost-effective meth- 
ods of production development. 

Factories go racing out of compulsion, 
or for profit, or to gain publicity and sales, 
or because other factories do, or to dem- 
onstrate they can crush the others when 
the mood takes them. Factories quit rac- 
ing in times of recession, or on learning 
that their sales have not increased, or 
after reaching their competition-crushing 
goals. Honda raced and finished with 
racing, never deigning to explain why. 
Perhaps Honda started and stopped in 
the 1960s for any or all of the reasons 
mentioned above. We'll never know for 
certain. 

Honda had a choice of returning in the 
grands prix or Endurance Racing. Or 
8 


maybe it was Endurance Racing or noth- 
ing. Winning GPs would have meant 
building four-cylinder 500cc two-strokes 
of a type completely alien to Honda four- 
stroke philosophy and bearing not the 
slightest resemblance to the street bike/ 
touring range. But four-strokes parading 
a certain likeness to production machines 
already ruled Endurance Racing. There- 
fore Honda’s entry with overhead 
camshaft fours made sense. 

Honda may have been moved by the 
need to increase big-bike sales in certain 
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Twisting exhaust gives max lean angle; engine can be raised to increase clearance. The 941 Honda has lines and fittings everywhere; all available space is utilized. 
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European market areas. But that sort of 
admission would never escape corporate 
lips. European Honda distributors and 
dealers, smarting from the endurance les- 
son handed out by the Godier-Genoud 
Kawasakis, made no secret of their desire 
that Honda should compete. Honda tenta- 
tively obliged in 1975, sending unofficial 
works 750s which the Kawasakis humili- 
ated. Then in November 1975 came 
Honda’s decision to attack with full fac- 
tory force. 


in the 1976 Bol d'Or, fin 


Honda launched their 1976 campaign 
on the grand scale, spending over one 
million dollars. Team Manager Michihico 
Aika commanded a 32-strong entourage 
of mechanics and officials, and counted 
on four team bikes plus one reserve and 
enough engines to loan spares to deserv- 
ing cases like the French Japauto team. 
Honda team pairings initially lined up as 
Jean-Claude Chemarin/Christian Leon, 
Hubert Rigal/Rene Guili, Roger Ruiz/ 
Christian Huguet of France, and Stan 
Woods/Charlie Williams from England. 
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ishing fi eam bike won the event. 





Injuries forced changes over the season, 
but there were anxious volunteers to fill 
the vacancies. American Pat Evans, for 
example, substituted for Christian Leon at 
the Thruxton 400 in September 1976, 
shared a bike with Chemarin, and rode 
home into second place. 

The Endurance “1000cc” Honda is 
what any diehard Vincent buff would call 
areal machine because there’s a colossal 
amount of machinery there to admire. 

(Continued on page 10) 
CYCLE 


~ Now YOU Can Be A MOTORCYCL 
j 2 MECHANIC o mo 







Millions of 
New Motorcycle 
Riders Year After Year 


Motorcycle sales are going 
through the roof! The esti- 
mate of a million new 
motorcycles bought this 
year is probably low — 
and now with higher gaso- 
line prices and possible 
shortages you can just 
imagine how many people 
are going to be switching 
from automobiles to mo- 
torcycles for their regular 
transportation . . . not to 
mention the thousands of 
new dirt bike riders who 
are discovering the thrill 
of this action-packed sport. 


Motorcycle Shops Need Qualified Mechanics 


Has your bike ever been out of action waiting for needed 
repairs? It happens to almost everyone! It seems motor- 
cycle shops just can’t keep enough mechanics on hand to 
take care of everyone. Wherever you go all over this 
country, you’ll find motorcycle shops looking for quali- 
fied mechanics... and they pay good money too! 


Cycles are big business: 


Registered Motor- 
cycles in- U.S.A. 
5 Source: Stat. Abs. of 
— U.S.A. Prepared by 
Bur. of Census 


-'65 "67 '69 ''71 '73 '75 
Every year gets bigger. With 
sales forecast of over a 
million cycles a year, you 
can easily see there could 
be ten million motorcycles 
on the road in a very short 

ime. 
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More Girls — More Bikes Each Year 


If you’ve been riding your bike for fun the past few years, 
you can see for yourself that more and more girls are 
taking up the sport. And this means more bikes every 
year...and bigger demand for motorcycle mechanics. 
So get in on the action... get in on the fun — start 
making good money as a motorcycle mechanic. 


Your Future is in Your Own Hands 
The big demand means you can decide for yourself 
whether you want to work for someone else or get into 
your own cycle repair business. Start in your spare time 
repairing cycles at home — or get a job with a motorcycle 
shop! After you’ve been a working mechanic, you can 
decide whether you want to start your own profitable 
repair business. Yoy'l] Be the Center 
of Attraction in Your Circle of Friends 
Enjoy the admiration of friends 
and neighbors as they flock 
around to watch you tear down 
and tune up all kinds of motor- 
cycles, And just think of the 
satisfaction in knowing you've got 
the best performing bike in town. 
Plus, you can make extra dollars 
fixing motorcycles for friends 
and neighbors. 


NORTH AMERICAN SCHOOL OF MOTORCYCLE REPAIR, 
4500 Campus Dr., Dept. eaoce Newport Beach. CA 92663 
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you what to do, how to do it... 
guide you every step of the way 
to become a skilled motorcycle mechanic. 


If you like to ride a bike for fun . . . learn how to fix it for profit! Can you. 
imagine a better way to earn your living? And the pay is great — whether you- 
choose to work in a cycle shop for somebody else or decide to start your 
own cycle repair business. Now, thanks to North American, there’s — 
a fast, easy way to get the training you need . . . at home in your spare time. 
No need to quit school or job. Experts show you step-by-step everything 

‘ from minor tune-ups to major overhauls. 


You Get the Tools 
You Need for a Fast Start 


We send you special cycle tools and precision test instru- 
ments ... yours to use during your training... and yours 
to keep in your action-packed career. You learn by doing 
— with tools in your hands — getting the practice you 
need to become an expert motorcycle mechanic. Every- 
thing explained in easy-to-understand language, com- 
plete with drawings, diagrams, photographs. You learn 
engine design, carburetion, electrical systems ...as well 
as frame repair, wheels, shocks, transmission, valves, 
everything from routine maintenance to a major overhaul. 


Fs SENT MAIL THIS HANDY POSTAGE- 
FREE PAID GOUPON-ENVELOPE... 


ne Cut out entire Business Reply Envelope (both panels) 
à along dotted line. Fill in coupon-envelope. Seal all 

sides (staple, tape or paste). Mail today! NO 

POSTAGE STAMP IS NECESSARY! 


, Motorcycle Boom Means 
& Big Profits for Repairmen 


bh Cycles are big business . . . and so is fixing them! 
H)) There are more than 4 million motorcycles registered 
in the U.S. today. Plus an estimated 3 million more 
dirt bikes. But, there are fewer than 14,000 motor- 
cycle mechanics available to repair them. (Imagine 
only one mechanic for every 500 cycles!) No wonder 
_ career opportunities are so great for the skilled 
repairman. And they're getting better every day! Now 
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Every nook and cranny contains some- 
thing of functional purpose. External oil 
pipes, breathers and cables abound, as 
though the British industry never went 
away. It looks so utterly massive, you 
could believe Herr Munch took a hand in 
the design. 

Crankcases which resemble CB750 
items support special barrels, sur- 
mounted by equally non-standard heads, 
topped by twin overhead camshafts oper- 
ating 16 valves. The engine’s maximum 
permissible bore-size works out to 68mm, 
which with the short 64.8mm stroke gives 
a941cc displacement. The redline is fixed 
at 9500 rpm, though blushing riders have 
missed gears and seen the needle arc 
beyond ten-grand without causing 
damage. Maximum power is 115 bhp at 
9000 rpm, with a useable spread, free 
from sudden fluctuations. Significantly, 
the modest-sized valves sit at small in- 
cluded angles after the fashion of 
Weslake’s renowned system for boosting 
mid-range punch. Compression ratio 
stands at 11.5 to 1, and the intake system 
utilizes 34mm carburetors. The camshafts 
are operated by a double-row chain, run- 
ning up from the crankshaft to the left of 
center in the cylinder block. 

The gear-primary drive feeds the power 
back to a seven-plate clutch. The gearbox 
has five ratios, and in the true tradition of 
“clunky” boxes it requires positive foot- 
work to ensure engagement. For any 
team showing preference for right-foot 


shifting, Honda transposes brake and 
gear pedals, routing a somewhat compli- 
cated system of links and shafts through 
the swinging arm pivot. Final drive is by 
Honda’s huge patented chain, each link 
being sealed with O-rings so that lubrica- 
tion requirements are minimal. But be- 
cause it comes pre-riveted and endless, it 
can only be fitted by removing the swing- 
arm first. The operation takes a Honda pit 
crew about four minutes. 

The above-gearbox site is occupied by 
a CDignition unit driven from the clutch. 
No electric starting means the long kick- 
ing crank is for real, and lightweight Jap- 
anese mechanics can be seen playing 
pogo sticks after every dead-engine pit 
stop. For 24-hour races, when twin 55- 
watt Cibie quartz halogen headlamps light 
the way, a slim generator (about half the 
width of an alternator) is fitted to the 
crankshaft end and enclosed in a special 
casting. If the racing involves no night- 
time running, the generator is detached 
and the aperture sealed off with another, 
smaller casting. Similarly the storage bat- 
teries carried in the tail fairing are dis- 
carded for the short races. 

An impressive battery of 34mm Keihin 
carburetors, equipped with long intake 
trumpets and actuated by twin cables and 
pulleys, lines up behind the cylinder 
heads. With transparent bowls below, 
vacuum chambers above and butterfly 
throttles inside, the constant-velocity in- 
struments clearly owe something to auto- 
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mobile practice. When first seen in 
Europe, the Keihins were so new and 
experimental that nobody could say much 
about them, except that they gave trouble. 
From the front of the heads, four exhaust 
pipes sweep down to exit into a single 
megaphone/muffler that emits the great- 
est sound in racing. An RCB doesn’t have 
the tenor shriek of the old GP multis, or 
the bass bellow of Dick Mann’s Daytona 
four. The RCB’s tune recalls the sweet 
sounding BSA-Triumph racing triples— 
only more so. 

Despite the evident attraction of using 
magnesium alloy for the (Small-batch) cyl- 
inder head and towering cambox cast- 
ings, Honda technicians decided against 
the exotic stuff. According to Satoshi Ich- 
ihana of the Honda Racing Service Cen- 
ter, nothing grander than a high-grade 
aluminum mix went into the engine cast- 
ings. With what sounds like Oriental opti- 
mism to European ears, the Japanese put 
the dry weight figure at 375 pounds. The 
official Bol d’Or wet figure of 210 kgs (463 
pounds) was given for the heaviest (and 
presumably fully-tanked) of the RCBs. 

The large quantity of lubricating oil, 
also used as a cooling agent, is contained 
in an under-seat tank. The oil is pumped 
around the engine by a trochoid pump, 
and returns to its reservoir via a cooler. 
The crankcase breathes into a tank, 
which in turn is vented to atmosphere. 
The prominent oil level indicator fitted to 
the tank is a visual aid to speed pit work. 
Normal consumption for a 24-hour race is 
said to be four pints. On the petrol side, 
the Hondas return 20-21 mpg, and that 
tells you why four-strokes win endurance 
races and two-strokes don’t. 

Frame design seems inspired by grand 
prix practice of the 1960s. The structure is 
kept reasonably low and compact at the 
expense of giving the tubes a larger num- 
ber of bends. Those forming the upper 
loops, running from steering head tube to 
swinging arm pivot, have five changes of 
direction in their lengths. And there’s 
hardly a straight portion to be seen. 
Stranger still, the tubes joining the lower 
end of the steering head to the main loops 
are flattened to clear the rear cambox; 
this room is needed when the engine is 
raised to provide additional ground clear- 
ance for hard cornering on bumpy circuits. 

Forks in the Gold Wing style control the 
fronts of RCBs, and French DeCarbon 
dampers are fitted on the rear. The three 
11-inch diameter disc brakes employ Brit- 
ish Lockheed calipers and Ferodo pads. 
To speed replacement and to prevent 
burnt fingers, the pads are assembled 
with wire loops projecting clear of the 
calipers. Another example of the quick- 
change art is the two-piece fairing se- 
cured by aircraft-type spring fasteners 
which are fitted with steel rings for finger 
leverage. So good is the fit that the fairing 
can be removed and replaced virtually 
without looking. No tools are needed to 
complete the job, and with lights only one 

(Continued on page 93) 
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Superb 


Identical bikes—but one will lead the 
way. The only difference is the tires... 
the leader is fitted with Conti Super- 
Twins. And what a difference that makes! 

Conti SuperTwins work together as a 
performance team for today’s super- 
bikes. The profile is round like that of 
high-speed closed-circuit racing tires. 
That means maximum tire contact at 
any attitude—heeled over or powering 
straight up the road. Conti's are H-rated 
for sustained speeds to 130 mph—an ex- 
tra margin for safety at lower speeds. 

Conti RB2 front tires are built for the 
tremendous braking forces of twin-disc 
brakes. An exclusive self-correcting fea- 
ture is built into the tire body to hold 
your line whether braking, accelerating 
or cruising. It works on rough surfaces 
—even rain-grooved—to stabilize your 
fork and add precision to your control. 

The K112 rear tire has a unique block 
- pattern to put your power to the road. 
Tread and compound are tuned to trans- 
mit a special warning feel before you 


How to make your 
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approach the limit of adhesion. A direc- 
tional arrow adds extra safety. 

The Conti SuperTwins are the product 
of the most ambitious and intensive 
motorcycle tire development program 
ever. We developed a new tread com- 
pound for maximum grip,wet or dry, and 
for maximum wear, (Many riders report 
tread life well over 10,000 miles.) Our 
engineers in Germany performed thou- 
sands of grueling tests to develop the 
right motorcycle tire system—tested 
again and again on such leading ma- 
chines as the Goldwing, the Z-l, the 
BMW and the Yamaha 750. 


Conti SuperTwins—one of the easiest 
and least expensive performance modi- 
fications you can make. Put on a Conti 
RB2 or K112 and you'll feel the differ- 
ence. Put on a pair and you'll put your 
machine unmistakably out front in han- 
dling and performance. 


For a brochure write Conti Rubber 
Products, Inc., Carteret, N.J. 07008. 


Sizes to fit today's superbikes: RB2: 3.00 S 18, 3.25 H 18, 3.50 H 18, 3.25 H 19, 3.60 H 19. K112: 4.50 H 17, 3.50-H 18, 4.00 H 18, 4.25/85 H 18, 5.10/80 H 18. 


Mfrs. suggested list price: $32.50 to $49.90. Excl. F.E.T. 
CIRCLE NO. 60 ON READER SERVICE PAGE. 














Tips 


In The Clutch 


Most Japanese clutches have the 
clutch springs installed around bosses 
cast as part of the clutch basket. Occa- 
sionally one of these bosses is broken off, 
usually flush with the rear inner face of the 
clutch basket. This can be due to a spring 
bolt backing off and rubbing the primary 
cover, as on a friend’s YZ 125, or due to 
ham-handed wrenching. The usual fix is 
to replace this somewhat expensive part 
and its associated primary drive parts, but 
a repair can be made by the following 
method, avoiding both the cost and the 
usual wait. 

Drill a hole through the clutch basket, 
concentric with the original bolt hole— 
some portion of which should show in the 
broken area. If not, it must be carefully 
located and center-punched before drill- 
ing. The basket is then set face down and 
countersunk for an appropriate flat-head 
screw to seat flush with the rear face of 
the basket. Next the broken boss is drilled 
through with the tap drill for the screw 
chosen. To ensure concentricity and par- 
allelism, a drill press and vise should be 
used for drilling this hole. The Yamaha 
uses a 5mm bolt, but we decided on a 
6mm replacement. The correct tap drill is 
a #3 (.213” diameter). The broken boss 
is then tapped from the outside end as 
deep as the tap will go. Start the tap by 
hand power from the drill press chuck and 
finish with a hand tap wrench, and the 
threads will be true with the hole. The 
other broken end of the hole must be 
counterdrilled as necessary so the screw 
chosen will enter and thread through. If 
your replacement screw is of the same 
size as original, you can avoid tapping, 
but the broken end of the boss will still 
need counterdrilling. 

If the broken end of the boss is carefully 
aligned with the corresponding irreg- 
ularities on the basket, the fit will be tight 
and motionless when assembled. The end 
of the screw should protrude about 1⁄4 
inch outside the end of the boss when 
tightened, so use a longer screw and cut it 
off as necessary. The end can be re- 
chamfered with a few strokes of a file. A 
chemical fixative should be applied to the 
areas of the break and all surfaces of the 
screw. A 6mm screw will take about 8-10 
ft.-lbs. of torque and should get this much 
for security. 

To install the affected clutch spring, 
one needs a T-handle and appropriate 
nut, washer, and socket, and enough 
strength to compress the spring while 
starting the nut. Use your fixative here as 
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well as on the remaining original bolts to 
prevent any recurrences. 

There is no reason why inch-sized 
screws should-not be used if metric sized 
screws and taps are unavailable. 

A final note: be sure the new nut and 
screw end clear the primary drive cover 
when installing. 

O. H. McKagen 
Blacksburg, Virginia 


BM BEARING CAPS 
If other BMW owners keep losing the 
plastic caps that cover the grease fittings 
of the rear wheel swing arm bearings, one 
can be made that will stay. | made mine 
from plastic lids off pill boxes from the 
drug store. The right size is 1 9/16-inch in 
overall diameter. With a round file (3/16- 
to %-inch diameter) make a groove all the 
way around the cap just above the edge 
farthest from the back of the cap. The 
screw-on type cap is thick enough to 
allow a groove deep enough to hold. Now, 
because the cap is a little too large, cut 
three saw-cuts with a hack-saw blade 
from the leading edge nearly to the inside 
face of the cap. Make the saw cuts about 
Y%-inch apart and no wider than a hack- 
saw blade. This will allow the cap to spring 
together when you push it on. Mine are 
white and advertise “Save-On Drugs.” 
Maybe if BMW sees enough of these 
around they'll design one better than a pill 
box lid. But then they may cost a lot more 
than a buck-oh-five. 
Alvin C. Jenkins 
Monrovia, California 


“F” FOR FAIRING 

There are probably several readers 
within your reach that are interested in 
converting the Honda CB 400F Super 
Sport into a semitouring bike. Honda 
designed the 400F as a cafe-racer, but 
with some work a conventional fairing can 
indeed be added. 

When trying to find a fairing that would 
work, most dealers | talked with would say 
“several people have wanted to add a 
fairing, but there isn’t one made for it.” But 
with some determination, | found a com- 
bination that works. 

The first thing to do is change the 
handlebars, as they will prevent a fairing 
from attaching. The handlebars | used 
came from a CB 500/CB 550F bike. This 
immediately calls for a longer clutch cable 
and a longer upper brake line. The clutch 
cable | used came from a CB 360 (the 
existing fitting on this cable must be cut 





off) and the brake line came from a CB 
750. The throttle cables are long enough, 
but must be rerouted to gain the extra 
length needed. Of course the two wire 
bundles from within the old handlebars 
must be put back into the new handlebars 
(they are also long enough), the master 
cylinder must be filled and bled, and the 
original handgrips pushed back on the 
new handlebars. 

With all the above done, a Templar 
fairing for a CB 750 can be attached, but 
not necessarily with ease. (The reason 
this fairing will work is the CB 400F and 
CB 750 have the same size headlight, and 
this fairing is secured to the headlight as 
well as the fork pinch bolts.) The original 
signal lights must be removed and ap- 
proximately an inch cut off the signal light 
mounts to clear the new fairing. By leav- 
ing most of the original signal light wires 
on the bike, it will be easier to splice the 
signal lights from the fairing. A ground 
wire must also be attached from the new 
signal lights to the bike frame. 

With all this done | now have a fairing 
on the bike, and can use it almost the 
entire year without freezing to death. 

Many of your readers may think it was 
rather odd of me to add a fairing and get 
rid of the sporty handlebars, but | think the 
work was worth it as the bike still handles 
great and its rider is a little warmer and 
protected. 

Bill Shay 
Livermore, California 


17MM BASIN WRENCH 

This is how.| solved an apparently com- 
mon problem and discovered a very use- 
ful if somewhat obscure tool in the 
process. 

For the last couple of years I’ve been 
riding a ’75 Kawasaki KZ-400. The bike 
has one of the easiest-to-adjust cam 
chains I’ve ever seen. The trouble is, in 
order to get to the adjusting nut, you’ve 
got to unscrew this dumb conical cover 
off of the front of the engine. Not only 
does it sit right out there in front where it 
can pick up every bit of sludge and grit the 
road throws at you, but it’s removal is 
complicated by the fact that: A) The 
covers on the ’75s seem to have been 
mis-cast, as most of them are somewhere 
between 16mm and the intended 17mm, 
and B) the thing is made of congealed 
margarine. 

The first time | put the factory-supplied 
17mm wrench on the Kawasaki's adjuster 
(Continued on page 16) 
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How the critics feel 


about gas just might change 
your brand to Fact. 


You might not know it, but cigarette smoke is 
mostly gas—many different kinds. Not just ‘tar’ 
and nicotine. 

And despite what we tobacco people think, 
some critics of smoking say it’s just as important to 
cut down on some of the gases as sae 
it is to lower ‘tar’ and nicotine. 

No ordinary cigarette does 
both. But Fact does. 

Fact is the first cigarette with 
the revolutionary Purite’ filter. And 
Fact reduces gas concentrations 
while it reduces ‘tar’ and nicotine. 

Read the pack. It tells how 







you get the first low gas, low ‘tar’ _Fact is the first cigarette with 
- . rite granules. 
smoke with good, rich taste. The selective filtering agent. 


Taste as good as the leading Selective. 


That means it reduces specific 


king-size brand. gases in smoke that taste bad. 
at? ta ARES Without removing the elements 
And that’s not fiction. bee ck. 
That sa Fact. So, for the first time, you get 


low gas, low “tar,” and satisfying 
taste in one cigarette. 
Fact: The low gas, low “tar.” 


Available in regular and menthol. 


Fact: The low gas, low ‘tax’ 


Warning: The Surgeon General Has Determined 
That Cigarette Smoking Is Dangerous to Your Health. 
























Z-1000. 
‘You may never 

master it completely. 
But then, who wants 
a tame motorcycle? | 

































This year, the already magnum-size 
bore of the Z’s double overhead cam, 
4-stroke engine has been increased to 
1,015 cc., raising the power output to 83 
hp at 8000 rpm. 

Needless to say, you don't go 
rudely grabbing for hugẹ handfuls of 
the Z’s throttle (just a polite tug will get 
the attention of the big Mikuni carbs 
very nicely, thank you). The suspension 
geometry is carefully designed to keep 
a 130 mph motorcycle moving down 
the gray part of the road, thanks to a 
59.3 inch wheelbase and generous 
rake and trail. The huge disc brakes, 
front and rear, have what it takes to deal 
with a rider’s occasional bursts of over- 
enthusiasm. 

The Kawasaki Z-1000 is too 
much motorcycle to be dominated 
completely by any rider. But if you hap- 
pen to get on its good side, it will help 
you rule any road you choose. 





We know why you ride. 
KAWASAKI BELIEVES IN RIDING SAFELY. 


CHECK LOCAL LAWS BEFORE YOU RIDE. 
CIRCLE NO. 32 ON READER SERVICE PAGE. 

















The British nave a word 
for quality — in Americas 


its pronounced 


Belstaff 


The superb Belstaff range of Great British 
Weatherproofs has been the accepted leader in 


Europe for o 
widely distri 


Here is the famous Belstaff Trialmaster 


Professiona 


suits. Made from heavy duty wax proofed cotton - 


Discover Leathercraft 
For Only l 95! Med a Value) 


Kit includes: 

e Key Fob 

° Bag Tag 

e2 Craftools 

1 oz. bottle of 
Hi-liter 

e Hardware 

e Practice Piece 

e Pattern and instruc- 
tion sheets 


This can be the start of a 
new and exciting hobby 

. Discover the fun of 
leathercraft with 
Tandy’s new mini-kit 
and start a Craftool collection for 
future leather projects for only 
$1.95. Offer good for only 30 
days. 


LEATHER COMPANY 


Mail this coupon witha 
check or money order Name 
for $1.95 plus 25c 
postage to 2808 Address 
Shamrock, Dept. 

KCYS5, Fort Worth, City 
Texas 76107 (Texas 
residents add 10c sales 


tax). State 


Zip 


Not redeemable for cash. Cannot be used in combination 
with other Tandy offers. Only one coupon per purchase. 


ver 50 years and is now being 
buted in the U.S.A. 


I the world champion of motor cycle 


the best material for the job. Double reinforced 


where it cou 


nts - at elbows, knees and seat. All 


seams double sewn for extra strength. 


Ask your dealer today about the Belstaff 


Trialmaster Professional and its 


team mate in nylon - the XL500 Suit. 


P 


Look for the 
Belstaff name 


Your sure guarantee - 


don't be put off by 
inferior imitations 


Belstaff the truly international motor cycle clothing 
sold and respected throughout the world. For a 
free brochure on Belstaff's on and off road cycle 
wear write to: 


Belstaff 


Belstaff International Ltd., 
Longton, Stoke-on-Trent, Staffs, 
England. ST3 1DD 























TIPS. esne Continued from page 12 
cover, all | succeeded in doing was taking 
metal off the hexhead. | then tried a cres- 
cent, which didn’t work (because, for 
some reason, the hex at the end of the 
cone tapers out) and followed this by 
going through a set of SAE and then 
Whitworth wrenches to try and find one 
that fits. Then | tried the vise-grips. By the 
timel’d finished all this, what | had was an 
essentially round hex-nut. 
| was home one week visiting the folks 
and complaining about this problem when 
my father pulled out what he identified as 
a basin wrench. It’s a plumbing tool con- 
sisting of a foot-long metal bar with a 
camclaw at one end and a cross piece at 
the other. | put it on the cover, seated it, 
pushed, and presto, the cover spun off 
with hardly any effort. | replaced the cover 
with a new, properly-cast one. Since then 
I've used the basin wrench to free a 
jammed sump-drain bolt, a reluctant axle 
nut, and a lot of other things. It develops a 
lot of torque and hardly ever damages 
even the softest alloys. In addition, it’s slim 
and simple to carry. I’ve made one a 
permanent part of my bike’s tool kit. 
Don Elwell 
Nashville, Tennessee 


HORNS TUNING 

Want a louder horn in only 15 minutes? 
Chances are your horn is not correctly 
adjusted. 

Most horns have an adjusting screw on 
their back side. (It is the screw off center, 
behind the horn’s chrome cover on my 
Honda 4). This adjusting screw can be 
identified by the fact it is not screwed 
down tight, or has a locking nut, and 
turning it will change the horn’s pitch. 

Turn the adjustment screw slowly while 
testing horn each quarter-turn. Repeat 
until maximum loudness is obtained. Now 
the horn should emit a more piercing 
higher-pitch sound capable of getting 
anyone’s attention. 

This very simple adjustment has made 
my Honda’s horn adequate in most traffic 
situations. 

Denny Lint 
Poway, California 


Address all correspondence to: Gordon 
Jennings, “Tips,” CYCLE Magazine, 780-A 
Lakefield Rd., Westlake Village, CA 91361. 











Introducing PROTECT-IT — the first cleanup kit made especially for bikes. 
Three highly concentrated solutions for all the exterior surfaces of your 
motorcycle. 
PROTECT-IT 1 Vinyl Armor and Rubber Treatment softens, conditions, 
protects saddle, handgrips, tires, and all rubber hoses and connections. 
PROTECT-IT 2 Chrome, Alum and Mag Polish removes rust and 
discoloration; restores all unpainted surfaces to their original brilliance. 
PROTECT-IT 3 Wax and Polish cleans and protects all painted and 
unpainted metal and fiberglass surfaces; dries to a hard, clear finish. 

You've invested a lot of money in your motorcycle. Neglect it or 
PROTECT-IT. It's a simple choice. i 

If your local dealer doesn't yet stock PROTECT-IT products, you may 
order direct. Package includes PROTECT-IT 1, 2 & 3; illustrated chart, 
“Protecting Your Bike Against the Elements;” and dealer list. To order, 
send $7.50 to PROTECT-IT, 1456 California St.,San Francisco,CA94109. 


Unretouched photo of 6-year-old Norton Commando. No replaced parts or tires, no paint or chrome job, no snow job. The front half was renewed with PROTECT-IT 1, 2 & 3. 


INTRODUCING 


PROTECT-IT. 


THE BIKE PRESERVERS. 


CIRCLE NO. 82 ON READER SERVICE PAGE. 











~ MAGAZINES ATDISCOUNT! 
YouSAVEn90” 


Here's your chance for a real bargain bonanza on your favorite 
magazines. Select as many as four of these titles at the low in- 
troductory rates shown below—up to 50% off. Use the attach- 
ed card to order or write to: MAGAZINES AT DISCOUNT, 
A Division of Ziff-Davis Publishing Co., P.O. Box 2703, 
Boulder, Colorado 80321. 
CAR & DRIVER (02) You pay only $3.99 
Reg. Rate: 12 Issues for $7.98 
CYCLE (03) You pay only $3.99 
Reg. Rate: 12 Issues for $7.98 
FAMILY HANDYMAN (51) You pay only $6.98 
Reg. Rate: 9 Issues for $8.55 
FLYING (04) You pay only $6.99 
Reg. Rate: 12 Issues for $11.98 
GOLF (63) You pay only $3.97 
Reg. Rate: 12 Issues for $7.94 
PLAYBOY (34) You pay only $12.00 
Newsstand Rate: 12 Issues for $19.00 
POPULAR ELECTRONICS (06) You pay only $6.99 
Reg. Rate: 12 Issues for $9.98 
POPULAR PHOTOGRAPHY (07) You pay only $4.99 
Reg. Rate: 12 Issues for $9.98 
POPULAR SCIENCE (35) You pay only $4.50 
Newsstand Rate: 12 Issues for $9.00 
PSYCHOLOGY TODAY (08) You pay only $7.00 
Reg. Rate: 12 Issues for $12.00 
ROLLING STONE (56) You pay only $7.00 















































aot | Reg. Rate: 26 Issues for $14.0 
yea SPORT (46) You pay only $5.94 
ei Ss Reg. Rate: 18 Issues for $9.00 


SPORTS ILLUSTRATED (38) 

You pay only $9.75 for 25 Issues 
Newsstand Rate: 25 Issues for $25.00 
Basic annual rate: 52 Issues for $20.00 
STEREO REVIEW (11) You pay only $3.99 
Reg. Rate: 12 Issues for $7.98 

TIME (40) You pay only $12.50 

Newsstand Rate: 25 Issues for $25.00 

TV GUIDE (41) You pay only $7.39 

Lowest Available Rate: 32 Issues 
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Different strokes for different folks». 

And whether you're a power tripper or 
mud masher, ‘round towner or country crosser, 
road runner or dirt digger — Cycle’s got it. 
Whatever it takes to keep you in touch with 
your sport. Every month. 

Cycle knows you're into every kind of riding. 
And that if you’re on the road today, you'll prob- 
ably be in the dirt tomofrow. 

That's why we write about both. Equally. 
From first-hand, in-the-saddle road tests to in- 
depth, in-the-know product evaluations. From 
the glory and glitter of racing competitions to ~ 
the nuts and bolts of technical expertise. In 
every way, on every subject, Cycle’s got you 
covered. 

Maybe that’s why twice as many of you 


read Cycleas any other 
Cycle | rooresce magazine. ~ 


No matter what you ride or where, 
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The Real Thing 


Last Refuge Revisited: Remember the 
September 1976 Editorial about cars with 
long numbers on the window-stickers and 
the short ones under the hood? You'll 
recall that a 250 Can-Am Enduro would 
yank the gel coat right off any '76 Corvette 
in the quarter-mile. Add another mind- 
boggler to the list. You can get your 
Ferrari Boxer Berlinetta federalized and 
sanitized now (a mere trifle at $14,000) 
leaving you with a modest $52,000 coupe 
which turns the standing quarter in 14.4 
seconds, about three-tenths slower than 
a $1200 Yamaha RD400C. Conclusion 
number one: motorcycles are good for 
cheap thrills. Conclusion number two: 
these days money can buy you anything, 
including a really expensive, slow car. 


Pardon Our Numbers: The November 
1976 issue of Cycle carried a test of the 
Kawasaki KZ 650 Four. A misprint 
jumped up in the data panel, making the 
quarter-mile time 14.53 seconds rather 
than 13.53 as correctly stated in the text. 


Copyflight: The Harley-Davidson Bicen- 
tennial eagle has flown the coop. Either 
H-D failed to copyright their trademark, or 
a European emblem and sticker company 
is tempting litigation, because a perfect 
replica of the Harley eagle usually seen 





KV So a 


with the Milwaukee brand name held 
proudly in its talons is available through- 
out Europe grasping any brand you care 
to name: Yamaha, Triumph, Kreidler, 
Maico, Honda, etc. The irony is that every 
version is marked “copyright” by the Eu- 
ropean entrepreneurs. 
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Back to Back, Tail to Tail: Americans 
spend billions for defense, and about as 
close as most of us get to these weapons 
is a cancelled check for last year’s in- 
come-tax bill. Occasionally the armed for- 
ces throw open their base gates and 
welcome their patron-taxpayers for a field 
day and air show. 

This year at Point Mugu, California— 
just a mortar-lob down the road from 
Cycle’s editorial offices—the Navy gave a 
show complete with the Blue Angels, the 





Navy’s six-man precision flying team, do- 
ing their Zero-Error, Tree-Level, Inches- 
From-My-Wingman-And-Nearer-My-God- 
To-Thee stunts. 

Motorcyclists who love hardware could 
swoon for days over the F-14 Tomcat, the 
newest, meanest, double-engine, swing 
wing, heavy-duty, all-weather instrument 
of destruction yet. We’ve never seen an 
airplane that’s so self-assured at being 
wicked. It doesn’t merely have trick parts, 
it is trick parts. 


Musical Saddles: In the off-season big- 
name riders play musical saddles, waiver- 
ing or threatening to waiver, moving or 
threatening to move, from one factory ride 
or sponsor to another. The tune the stars 
always whistle while shuffling toward the 
threshold is “Money, Honey.” In Septem- 
ber 1976 Heikki Mikkola danced right out 
of Husqvarna’s door after winning the 
250cc World Championship on the Swed- 
ish product. Mikkola’s destination was 
Japan, where he reportedly has been 
trying to negotiate a six-figure salary with 
one or all of the following: Honda, Ya- 
maha and Suzuki. 

Meanwhile Barry Sheene was playing a 
waiting game with the Suzuki GB/Tex- 
aco/Heron team. Unsigned for the ’77 
season, Sheene has been looking for 
outside sponsorship, in the grand 
Giacomo Agostini-style. For its part 
Suzuki GB has already taken out insur- 
ance of sorts: they've signed American 
Pat Hennen. 


Eating the Whole Thing: A party of 
American publishers and editors were 
dining out in beautiful downtown Nagoya, 
Japan as guests of Honda R & D Com- 
pany, Ltd. at a traditional Japanese res- 
taurant. The Kawabun has been in 
business for a mere 350 years, so the fare 
is multi-course Japanese-style (food 
pleasing to the eye as well as the palate). 
There were some surprises. Executive 
Editor Phil Schilling lifted the lid on one 
pot and found a tiny whole octopus swir- 
ling around in the works. “Ah,” advised 
Mr. Kiyoshi Ikemi, a Honda Deputy Gen- 
eral Manager, “you pick it up with your 
chopsticks and eat it.” Peering back 
under the lid Schiller drawled, “It’s small 
and it’s gotta be dead.” 

No one really saw him eat it. Tom 
Sargent, Cycl/e’s Publisher, thought 
maybe the wily EE had fished the octo out, 
and secretly slipped it into his pocket. And 
Mr. Ikemi asked Schilling how he found 
the octopus. “Actually,” came the 
strained reply, “a bit rubbery ... but good 
to the last leg.” 

“And how do you eat a whole little 
octopus?” asked curious staffers later. 
“Well, quickly.” 


1977 AMA National 
Championship Schedule 


JAN 28i Houston, TX .............. TT 
Jan. 29 ........Hauston, TX... .... Short Track 
Mar. 7-13 ....Daytona Beach, FL ..200 Mile RR 














Mar. 20........ Harrisburg, NC........... Road Race 
May 15 ........ San Jose, CA............ Mile 

May 22 ........ Oklahoma City, OK ..Half-Mile 
June 4 2.0... Louisville, KY ............ Half-Mile 
June 11 ...... Harrington, DL.......... Half-Mile 
June 19 ...... Loudon, NH ....... ....Road Race 
June 24 ...... Hinsdale, IL ....... FRANN 

June 26 ...... Columbus, OH Half-Mile 
JUS esa College Station, TX ..Road Race 
JUV O eaen San Jose, CA Half-Mile 
July 10 ........ Sonoma, CA.............. Road-Race 
July 16) aesa Castle Rock, WA ...... TR 

July 23 ........ Gardena, CA ............ TT 

JUST, ossa DuQuion, IL ...... ....Mile 

Aug: Siers Hinsdale, IL ... .... Short Track 
RUG UAL ae PEO, IL cxssocwerveroaes TT 

Aug: 14........ Terre Haute, IN ........ Half-Mile 
Aug. 21....... Mt. Pocono, PA ........ Road Race 
Aug. 27........ Indianapolis, IN ........ Mile 


Aug. 28........ Indianapolis, IN ........ Mile 
Sept. 4 ........Middletown, NY ........ Half-Mile 





Sept. 11 ...... Syracuse, NY ............ Mile 

Sept. 17 ...... Toledo; OH ......05.00-2.02 Half-Mile 
Sept 25 =... San Jose, CA............Mile 

Oct 22.2. Riverside, CA ............Road Race 
Oct. 8 or 9 ..Gardena, CA ............ Half-Mile 
Octo 8 Sacramento, CA.......: Mile 


(Continued on page 26) 
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Save over 40%on these embossed 
leisure boots. Only $16.95 from 
1 Camel Filters. 


Put yourself in his shoes. 

The same embossed 
~ E “American Eagle" boots 
~ Ẹ you'veseen selling in fine 

stores for over $29. Yet 

they're yours by mail, 

exclusively from 

Camel Filters, for 

only $16.95. Rich sa 

latigo cowhide & 

foot, with matching 

leather-look vinyl top. Order yours today. 
< IMPORTANT: Send check or money order and 1 bottom 


flap by first class mail. Make check payable to 
Leisure Boot Offer. 


MAIL TO: Leisure Boot Offer, Spotts International 
PO. Box 9549, St. Paul, Minnesota 55195 


Please send me——_______ pair(s) of leisure boots. 
| enclose $16.95 and 1 bottom flap from a package of 
Camel Filter cigarettes for each pair of boots ordered. 
I certify that | am 21 years of age or older. 

Boots available in “D” (medium) width only, sizes 
6%2-13—state shoe size below. 

All promotional costs paid by manufacturer. 


Offer open only while supply lasts. 


Name. 
(Please print clearly) 


Address, el, __—_ m 
(Include Area Code) 


City. Zip eee Re Sen ae 
(Required) 


My normal shoe size 
(length) (width) 


Allow up to 30 days for shipment. 
Offer is limited to the U.S.A. 
Void where taxed or prohibited. 


Turkish and 
Domestic Blend 


18 mg. “tar”, 1.2 mg. nicotine av. © 
per cigarette, FTC Report APR.'76. ` 


Warning: The Surgeon General Has Determined 
That Cigarette Smoking Is Dangerous to Your Health. 
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RACER! 


RACER 1 BRUTE FORCE MACHINE 


_ . cafe racer 
special equipment 


and 
high performance 
touring gear 


FAIRING 

FENDERS 

SEATS and TANKS 
REAR SETS 

GI NUS) 
BARS/CLIP-ONS 
MIRRORS 
WHEELS 


A dynamic new, custom family of 
performance exhaust systems for Honda, 


Kawasaki, Yamaha, Norton and BMW 


dick’s cycle west, inc. 


aimichrome 
vy polish 


America’s No.1 selling 
cycle polish...im- 

w ported from Germany. 
Excellent for alumi- 
num, magnesium, 


S RS 


“= chrome — all metals. 


Available at your favorite cycle 
shop. If not, order direct — 
$1.50 per tube, 3 for $4.00 


COMPETITION CHEMICALS 
PO Box 141 è lowa Falls. Ilowa 50126 


Dealers: Write for 
FREE sample 








SEND $2.00 FOR NEW CATALOG 


304 Agostino Road 
San Gabriel, Ca. 91776 
(7-2 E) 287-9656 









BUY FACTORY: DIRECT..... 
from world’s leading manufacturer 





Assembled —ready to present 
pe 
Figures Available ‘2 


Wholesale low, low prices 
Artistic color combinations 
Rush “PDQ” service 
Distinctive designs 
Satisfaction guaranteed 
Write for free catalog 
Trophyland Us) Inc. 


DEPT. C. 7001 W. 20TH AVE.. P.O. BOX 4606, HIALEAH. FLA. 33014 





SUPERLIGHT! 


THE NEW S-25 
FROM SHOEI 


A superbly styled 
new lightweight full 
face safety helmet 
that tips the scales 
at only 42 ounces and 
still meets or exceeds all 
state and federal safety 
requirements. 
The S-25 lightweight 

. from Shoei 


1717 PONTIUS STREET 
LOS ANGELES, CA 90025 
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BINS inneu Continued from page 22 

Pen Pals: For the 30th consecutive 
semester, Senior Editor Gordon Jennings 
knows that classes have begun again. 
You see, in the spring Jennings gets letters 
from grade-school and high-school stu- 
dents who are angling to write term pa- 
pers on motorcycling. 

Other sorts of letters arrive at the 
beginning of the fall semester. Communi- 
ques from engineering graduate students- 
who are working on their thesis projects— 
begin to pour in. It’s the old tell-me-every- 
thing-you-know-about-two-strokes rou- 
tine, or send-me-your-bibliography-of- 
most-relevant-articles on motorcycles. Jen- 
nings wonders whether colleges still teach 
courses on research methodology. In any 
event Jennings ain't no librarian, and he 
doesn’t answer his mail either. 


Pass The Syrup: We first heard of a 
“pancake Wankel” (so named because of 
a horizontally spinning rotor) when the 
German magazine Das Motorrad exam- 
ined a new Sachs enduro motor with this 
configuration. The article was favorable, 
implying that there was incredible power 
and smoothness in the rotary design. Ina 
recent visit to the Sachs factory we were 
told by the export manager that the pan- 
cake motor had been scrapped, but wun- 
derbar, two of them appeared at the ISDT 


powering Hercules motorcycles. One was 
ridden by the 6-foot, 5-inch German giant 
Herbert Schek, who set the week’s fastest 
Open class terrain test time despite a 
broken foot which later forced him to 
retire. The second rider, Kurt Fisher of 
Germany, won a gold. The pancakes def- 
initely had a wide spread of gutsy power, 
but they were quite heavy and very noisy. 
Considering the success of previous 
Wankel motorcycles in this country, it’s 
unlikely that we'll ever see the pancake 
here. Sachs would rather interest the U.S. 
market in one of their other Wankels, an 
almost totally vibration-free chainsaw 
which sells like hotcakes in Europe. © 


CYCLE 





The Concord Hotel announces a major 
advance over the ordinary ski vacation. 

It’s called tennis. 

Here’s how our plan works: 

For four days and three nights, you get 
the run of our slopes. 

Wehave our own snow- making facilities, 
and instructors who won’t make you feel 





self-conscious if you aren’t of Olympic 
calibre. (Our slopes are designed for the 
beginner-to-intermediate). 

But besides the run of our slopes, you 


= get the run of our courts. 


We have 16 professional indoor courts,” 
all open 24 hours a day. And professional- 
level instructors (Bill Lloyd, Director) 
who'll leave you a better player than they 
found you. 

The Concord ski-and-tennis vacation 
(midweek)...4 days, 3 nights...comes to 
only $117.** 

Winter in the mountains. It’s one of the 
most beautiful times of the year to be at 
the Concord. 

And at these prices, it’s also one of the 
smartest. 

The Concord at Kiamesha Lake, N.Y. 
12751. For réservations: (212) 244-3500. 


The Concord Hotel 


Nore vacation for your money. 


*There is a minimum charge for all players not on the Learn to Ski-Play Tennis package from 7 AM through 2 AM. 


*Per Person, Dbl. Occ., Standard Room. Incl. 3 meals daily. 








If you can think with your 
hands, you have a career in the ! 
exciting world of aviation. © 


The ability to grasp a wrench and mechanical 
concepts is a gift—a gift that can be honed to 
provide a rewarding, lifetime career, or one that 
can be wasted in an unstable, unrewarding job 
pattern. If you have this mechanical aptitude, 
Teterboro School of Aeronautics can make you 
a licensed professional—an aviation maintenance 
technician. 


These long-term benefits can be yours: 

è Excellent earnings potential. 

® Superior working conditions; outstanding 
benefit programs, which often include 
free travel. 

@ Career security in an expanding industry. 

e Placement assistance to help you get started. 


And, there's something else. The satisfaction 
of working with other professionals, and of 
knowing that the product of your endeavor 
will meet the challenges of the sky. Your skills 
will play a vital part in the transportation of 
people and cargo, around the nation and 
around the world. i 









Don't hide your gifts under a grease rack or at 
an assembly workbench. Stand up to a career 
in aviation. Let TSA be your takeoff point for 
a lifetime career. 


Act Now! Fill out the coupon for full details: 


ILSA Teterboro Dept- 
School of Aeronautics 
80 MOONACHIE AVENUE, TETERBORO AIRPORT 

TETERBORO, NEW JERSEY 07608 œ» (201) 288-6300 


Yes, l'm interested in a rewarding career in aircraft 
maintenance. Please send me additional informa- 
tion on: 


O Aviation Maintenance 


Q Available Course Starting Dates 
(J) Student Loan and Financial Aid 
O G.I. Educational Benefits 
O Tour of Training Facilities 








Sammy Miller: The Will To Win 


@ DRAW UP A LIST OF MOTORCYCLE HEROES, 
and Sammy Miller’s name would be there. 
Enthusiasts with no sense of the past 
might identify Miller as Honda’s trials-bike 
expert and development man; those with 
memories six inches longer could associ- 
ate Miller with Bultaco’s superb trials 
bikes; historian-types would know about 
Miller’s incredible domination of trials rid- 
ing and his famous GOV 132 Ariel; 
sharper heads could recall all his ISDT 
Gold Medals; and enthusiasts with 
twenty-year memory banks can replay the 
days of Miller, Mondial and his grand prix 
road-racing exploits in the 1950s. 

Americans are accustomed to all- 
rounders, a rare breed in the European 
theater of specialists. But Miller was—and 
is—something more. Imagine a rider with 
equal parts of Jay Springsteen, Carl 
Cranke and Marland Whaley in him, anda 
competition record to prove it. Pretty 
amazing, right? Well, that’s Sammy for 
you. 

Miller has written a couple of books 
himself—Sammy Miller on Trials and 
Clean to the Finish—but these volumes 
deal with the technique of trials riding. Jeff 
Clew’s new book, Sammy Miller: The Will 
to Win (J. H. Haynes and Company, 1976), 
concentrates on the man, rather than the 
techniques of competitive riding. Clew 
traces Miller's rise from Belfast to Bir- 
mingham to Barton-on-Sea, and the au- 
thor has been thorough without getting 
overly tedious. This is not one of those 
close British chronicles that has the 
reader spiking his coffee with No-Doz pills 
or propping his eyelids open with tooth- 
picks. There’s more event-by-event rec- 
itation than your average American 
reader would probably like, but Clew must 
also write for a Trans-Atlantic audience 
that has antiquarian interests in the 
Cookstown 100 held on May 22, 1957. 

Both Clew and Miller keep the book 
lively; Clew by his writing and Miller by 
being himself. Miller has a repetition for 
judging people very quickly; and as Clew 
points out, Sammy never uses four words 
when two will do. The brusque Mr. Miller 
“does not gladly suffer fools.” People like 
Miller recall the past with a clarity and 
certitude that’s missing in those who boil 
the flavor out of history by understanding 
all sides of an issue. 

Consider the tale of the Ariel Pixie. After 
Ariel Motors had been folded into BSA, 
JANUARY 1977 


Miller, an Ariel development-department 
employee, was transferred to Small 
Heath, BSA’s home factory. One project 
under way at BSA was the Ariel Pixie/ 
BSA Beagle, a lightweight that was sup- 
posed to meet Honda’s 50cc motorcycle 
head-on in the marketplace. Clew picks 
up the story: “The initial impressions [of 
the Pixie design] were bad enough, for 
when the drawings came down to the 
development department, it was consid- 
ered they were some form of elaborate 
joke that had originated in the drawing 
office. It needed some convincing before 
they set to and built a number of pro- 
totypes, none of which was able to with- 
stand the first 500 miles of running. . . It 
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is best to draw a veil over the entire 
episode, which was a marketing tragedy.” 

From Miller’s viewpoint, Ariel and the 
BSA Group were doomed by bad man- 
agement. To return to Clew’s account of 
Miller's experience: “Ideas and sugges- 
tions were ruled out of hand unless they 
happened to conform to established prac- 
tice. If a particularly good idea came 
along, it was frequently rejected, then 
resurrected some while later, when the 
person who had re-invented it could take 
full personal credit.” 

Mixing Byzantine politics with no-hope 
engineering produced some interesting 
vehicles: “The machine that stands out 
most in Sammy’s memory is a large-ca- 


pacity flat four, which originated (at Ariel) 
when someone had the notion to con- 
struct a machine that would be capable of 
running for 100,000 miles without need 
for a major overhaul. For reasons that are 
no longer apparent, the oil level in the 
crankcase was above that of the pushrod 
tubes. As a result, the machine would 
start up on four cylinders, but by the time it 
had reached the factory gate it was down 
to three and a half. Further up the road 
one cylinder would cut out altogether, 
followed by the others as the spark plugs 
called it a day. The tester knew the 
chances were that he would be pushing 
the machine long before he had covered 
the first mile! Another characteristic was 
the tendency for the rear suspension to 
bottom as the power was wound on, just 
as though the shaft drive in some way 
wound it up. Immediately the power was 
rolled off, up it came again. Some of the 
testers became quite expert at making the 
machine do kangaroo-like hops, by alter- 
nately opening and closing the throttle. 
Mercifully, the end of the (Ariel) four- 
strokes put this one into permanent cold 
storage.” 

In retrospect these anecdotes of out- 
landish machinery are hilarious. At the 
time, however, the tumble-down British 
motorcycle industry squeezed individuals 
like Miller into tight corners. In trials Miller 
was on top, riding a machine that he had 
developed and refined. But the motorcy- 
cle used an obsolete, out-of-production 
engine. Ariel had nothing to gain by pub- 
licizing Miller's accomplishments, and in 
time there was no Ariel company anyway. 

Miller had experience at re-directing his 
energies. He had left road racing at the 
end of 1958, after establishing his creden- 
tials in 125 and 250 classes, racing works 
Mondials, and finishing third in the 250 
World Championship after only three sea- 
sons of racing. Later, when Miller and 
Ariel were nearly interchangeable terms 
in trials riding, he made another big switch 
to Bultaco. 

Altogether the Miller/Bultaco connec- 
tion lasted ten years, but Miller got results 
the first year. His riding talent and de- 
velopment abilities—and Bultaco’s inter- 
est in winning—allowed Miller to perfect 
his version of the lightweight, two-stroke 
trialer. And that development laid away 
the old-four-stroke thumpers, for good. 

(Continued on page 93) 
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Husky's automatic is 
unconventional, 
controversial and 
expensive. 

Its design is unique, 
the best auto 

in the industry. 

A race bike it’s not: 
an enduro 

weapon itis. 
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@ THE SHIFTLESS-DRIVE DIRT BIKE is here, 
and we think it’s here to stay. Dyed-in-the- 
wool gear slammers may argue that point 
but the Husky Automatic will prove them 
wrong. The advantage of a conventional 
transmission over automatics is cancelled 
with the advent of this motorcycle. The 
Husqvarna Automatic 360 is not different 
just to be different; it’s not a gimmick. The 
Husky automatic works. It offers a real 
solution to a universal dilemma—getting 
from here to there regardless of the obsta- 
cles. The rougher the challenge the better 
the Husky works. Believe it. 

It is important to point out that the 
Husqvarna automatic was not conceived 
as an enthusiast’s machine. Neither was it 
developed as a race bike, a play bike or 
enduro bike. Much in the likeness of the 
army Jeep, the Husky was first a military 
vehicle. Theoretically, it was to be the 
ultimate go-anywhere motorcycle for the 
uniformed non-motorcyclist. So while the 
automatic’s design and function are com- 
plex, its operation had to be made simple. 

Husqvarna’s initial involvement with the 
automatic drive motorcycle began in 
1973. Husqvarna, Monark and Hagglund 
were given a long list of military require- 
ments along with a $100,000 check to 
cover each factory’s development costs. 
The manufacturer with the best machine 
would acquire the Swedish army’s con- 
tract for a fleet of automatics. The intri- 
cate, if not impractical, military specifi- 
cations included requirements for a 
100-watt quartz lighting system, an es- 
pecially low operating noise level, the 
ability of the engine to run for a minimum 
of five minutes while the bike lay on its 
side, and complete engine/transmission 
replacement capabilities in the field by an 
untrained trooper with the bike’s tool kit, 
and an automatic drive transmission. 

It is probable that Husqvarna was less 
than enthusiastic about the army’s auto- 
matic bike project. Development of an 
army vehicle to meet ultra-tough military 
specifications is always very costly and 
chancy. Commitment to a limited produc- 
tion “special” in addition to a long term 
parts and service contract with the mili- 
tary is quite a gamble for any company. 
Development of a prototype was nonethe- 
less undertaken. 

Husqvarna’s nucleus for the army auto- 
matic came from existing models. Unlike 
Hagglund and Monark who built all-new 
designs, Husky went to extremes to keep 
their army automatic within their current 
known standards. Husqvarna’s automatic 
drive was a proven and familiar concept 
within the Swedish company. Rather than 
going to outside sources for transmission 
development, Husky brought an engineer, 
Lars-Erik Gustausson, over from their 
chain saw division to develop an auto- 
matic drive from already proven Husq- 
varna products. 

It is Husqvarna’s unique approach to 
automatic transmission design that gives 
this Husky a functional edge over the 


CYCLE 



























variable-ratio V-belt arrangement em- 
ployed by Rokon and the elegant fluid 
torque converter of the 750 Honda. 
Hydraulic converters use up a lot of power 
in the churning of oil, they tend to be bulky 
and heavy, and they’re sharply limited in 
their range of torque multiplication. V-belt 
systems convert power into heat through 
belt flexing, and their efficiency—which 
can be as high as 90-percent—tends to 
decline as their bulk is reduced. Husq- 
varna’s transmission is best described as 
a conventional gearbox that has been 
made to shift automatically. Its efficiency 
is thus unimpaired, and extraordinary 
cleverness in the design of the self-shift 
mechanism has made Husky’s automatic 
light and very compact. 

The design that Gustausson brought 
over from the chain-saw division is a 
positive engagement, multi-clutch, four- 
speed gearbox system. The entire assem- 
bly fits comfortably inside a standard set 
of Husqvarna engine transmission cases. 

The Husqvarna Automatic 360 engine 
is basically the same as used in the CR 
motocrosser and WR cross country 
racers. It is not a detuned version of their 
near-40 bhp race engine. The entire top- 
end of the automatic is interchangeable 
with the CR or WR. The reed valve assem- 
bly and carburetor for all three models is 
also the same. All the engine cases are 
identical castings, with the automatic hav- 
ing a special clutch cover. The crankshaft 
flywheels are T-shaped rather than full- 
circle forgings. The Motoplat alloy mag- 
neto flywheel is considerably smaller than 
the one used on the standard transmis- 
sion models. All of these parts were light- 
ened to compensate for the added weight 
of the centrifugal clutch’s solid brass bob 
weights on the crankshaft’s drive side. 

The crankshaft-mounted centrifugal 
clutch initiates motion by transferring 
power to first gear. The large brass bob 
weights are restrained by springs, but 
centrifugal force moves them out into 
contact with the clutch drum at approx- 
imately 2500 rpm. The drive is then 
passed by a pair of spur primary-drive 
gears to the transmission’s innermost in- 
put shaft, across another pair of gears to 
the output cluster and from there to the 
drive sprocket. The important thing to 
know, here, is that when the transmission 
is in first, the drive carries through four 
concentric shafts, which are separated by 
odd little devices known as sprag 
clutches. A sprag clutch looks like some- 
thing a roller-bearing manufacturer made 
as a joke: it’s a ring of stubby I-section 
wedges inserted between inner and outer 
races, like bearing rollers. But round bear- 
ings will roll in two directions; the sprag 
clutch’s wedges are tilted, when installed, 
to allow relative rotation in only one direc- 
tion. That is to say, the wedges’ tilt in- 
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Each gear on the driven housing is integral with one of 
the centrifugal clutches. Small gear is in neutral. 





The one way action of the shoes allow gears to 
freewheel in one direction, lock in the other. 






Fourth through first gears on the layshaft run on one 
way Sprag clutches and needle bearings. 





Sprag clutch shoe clusters are sandwiched between 
gear housings. They lock in one direction. 








Centrifugal clutch shoes are brass. Large driven 
housing drives first gear directly through main shaft. 
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New fork uses old stanchion with longer sliders and Rubberized swing arm bushings have been replaced 
re-designed damper rods for more oil flow. with needle bearings, which eliminate flexing. 





\\\ Bc n 
This lever slides first gear in and out of engagement. 
Neutral is only used to enable engine starting. 





The flat-top piston is by Mahle. Slots mate with reed 
valve induction timing to charge crankcase. 


Full-circle flywheels are for race bikes. T-wheels are The reed valve block is small for a big engine. Reed This close-up view of the intake poa shows their small 
lightened for added weight of automatic clutch. petals are special plastic. Castings are magnesium. size. Husky grinds sleeve edges off. 





To equalize inertia weight on the crankshaft Husky uses a small Moto- 
plat flywheel on the automatic. Flywheels are aluminum. 





All Husky models use the same air cleaner system. Filter ‘element i is of the oiled-foam ee 
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creases and allows the shaft to turn inside 
the hub one way; the tilting action jams 
the wedges and prevents rotation in the 
opposite direction. 

Husky’s automatic has its second, third 
and fourth ratios engaged by a trio of 
centrifugal clutches inside a single drum 
on the transmission input shaft. When the 
engine reaches its peaking speed in first 
gear, the second-gear centrifugal clutch 
reaches engagement speed. Two things 
then happen: a direct connection is estab- 
lished between the transmission clutch 
drum and the gear pair that gives you 
second; and one of the sprag clutches 
switches from drive to slip, to let the drive 
gear for first overspeed on its shaft. Fur- 
ther increases in shifting clutch-drum 
speed then bring third into action, with 
first and second over-running on their 
sprags, and finally fourth, with first, sec- 
ond and third over-running. The transition 
from one gear to the next is very smooth, 
just like a well-adjusted Hydramatic, be- 
cause the transmission uses nothing but 
slow-engaging centrifugal clutches to 
make the gear selections. 

In an inverse fashion downshifting will 
occur when countershaft (rear wheel) 
speeds are slowed. This causes the sec- 
ondary centrifugal clutches to close and 
disengage sequentially from fourth to 
third to second. Then when engine 
(crankshaft) speed drops to idle rom the 
primary centrifugal clutch disengages al- 
lowing the crankshaft to freewheel. Be- 
cause the sprag clutches can be engaged 
only by the outer driven gears on the lay 
shaft, the countershaft sprocket will free- 
wheel in the forward direction of wheel 
travel. The Husky will coast or can be 
pushed, with the engine idling, just like a 
conventional motorcycle with its clutch 
lever pulled in or gearbox in neutral. By 
the same token, this eliminates the pos- 
sibility of bump starting the engine. 

All of the centrifugal and one-way 
clutches and gears and shafts sound to 
be a maze of complexity. Believe us when 
we tell you it isn’t. It is only unconven- 
tional. The Husky automatic is mechan- 
ically as simple as a manual gearbox 
clutch and shift assembly. There are only 
four gears—not five or six or seven. These 
gears and their shafts require no shim- 
ming, spacing or thrust washers. There is 
no stack of clutch plates or clutch-release 
mechanism. There is no mechanical shift 
mechanism, and no exacting clearances 
to maintain. Absent are shift shafts, cam- 
grooved drums, shift forks and sliding 
gear sets. Gear dogs and ears and their 
crucial bevels don’t exist in the Husky 
transmission. 

Maintenance of the Husky automatic 
engine is incredibly straightforward. The 
entirety of the engine’s internals, saving 
the crankshaft, can be removed with the 
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Price, suggested retail 
Tire, front 


HUSQVARNA AUTOMATIC 360 


Transmission oil capacity 


Electrical power 


Primary transmission 


160 x 25mm (6.3 x .98 in.) 


160 x 25mm (6.3 x .98 in.) 
Reed valve two-stroke 

82 x 67mm (3.23 x 2.64 in.) 
354cc (21.6 cu. in.) 


Engine type 
Bore and stroke 
Piston displacement 
Compression ratio 
Carburetion 
Air filtration 

s Ignition 
Fuel capacity 





Barum 4.75 ISDT tire has a huge foot print and gives 
superb traction. Both rims are new-type Akront. 


motor in the frame. Given only the 
wrenches from the Husky’s tool kit the top 
end, electrical system and complete 
transmission assembly can be removed 
and replaced in the field or in your garage. 
The simplicity of the transmission allows it 
to be replaced without any special mea- 
suring or micro-millimeter adjustments. 

The chassis, suspension and wheels 
are standard Husqvarna production 
items. The frame and swing arm are the 
same Mikkola-type chrome-moly compo- 
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Twin Air oiled foam 


Wheelbase 

Seat height 
Ground clearance 
Curb weight 

Test weight 


1-36mm Bing 54 


Motoplat CDI 


11.8 liters (3.1 gal.) 


nents used on all the race bikes. While the 
fork is also standard it has been modified 
this year with extended sliders and 
damper rods. Husky has eliminated most 
of the low-speed stiction that hampered 
the action of the old fork, and increased 
travel from 190mm (7.5in.) to 210mm 
(8.25in.). To further smooth the ride the 
damping hole sizes and locations have 
been changed to increase oil flow. The 
magnesium rear hub is from the CR series 
and the aluminum front comes from the 


Secondary transmission 
Gear ratios, overall 





1.0 liter (1.06 qt.) 
A.C. Flywheel Generator 35w/6v 
Centrifugal Clutch/ 
Spur Gear 1.703 
#520 D.I.D. 4.417 

(1) 17.30:1 (2) 12.85:1 
(3) 10.20:1 (4) 8.49:1 
1420mm (56 in.) 
800mm (31.5 in.) 
270mm (10.6 in.) 
112.5kg (248 Ibs.) 
185kg (408 Ibs.) 








The late version Husky fork delivers supple ride with 
new damping system and 8%-inches travel. 


WR models. Girling nitrogen-charged 
shocks with 110 Ibs./in. springs are used 
at the rear. 

In mid-1976 Husqvarna was startled to 
learn that they had been awarded the 
army contract. Hagglund was unable to 
make their production belt-driven auto- 
matics perform up to military specifica- 
tions in the Sweden’s harsh winter 
climate. With 22.5-million dollars assured 
Husqvarna, the automatic project be- 

(Continued on page 80) 
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The Championship Chase 


Conversations 
In ABack Room 


@ MAYBE IT WAS JUST BECAUSE R. H. 
O'BRIEN has always been fifty-ish, has 
always been Harley-Davidson’s racing 
manager, has seen it all far too many 
times to get excited. Maybe for Bill Werner 
it simply was the calm that comes to him 
who truly has done his best, has reason to 
believe his best is very good, and knows 
he can do nothing more. And maybe Jay 
Springsteen is still so young, so con- 
fidently in control of his narrow world, that 
defeat does not loom larger than an ab- 
straction; that for him the grimace of 
desperation and stalking fear are yet 
nothing more than the puzzling afflictions 
of others. 

Whatever it was, the Harley-Davidson 
racing team’s cutting edge wasn’t being 
blunted by anxiety, though the Champion- 
ship decider at Ascot was only 72 hours 
away. At such times riders usually be- 
come gnats, buzzing peskily around their 
mechanics in frantic concern over mat- 
ters about which most know absolutely 
nothing; tuners grow testy and ob- 
sessively careful; and racing managers, 
who will have to answer to the mahogany 
yo-yo crowd back at the store if anything 
goes wrong, begin to skin-pop tran- 
quilizers. But there was Dick O’Brien, 
(a.k.a. O.B.) looking as relaxed as a hang- 
ing judge and hardly bothering to watch 
Werner, who was occupied with the unde- 
manding task of moving the right-side 
footpeg on one of Springsteen’s XR750s 
down to the half-mile hole. The Springer 
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himself was killing time ever so gently with 
a little housekeeping in his van. He was 
there at Harley-Davidson West only be- 
cause he’d been asked to show up for a 
group interview. Springsteen, Werner and 
O'Brien, through the application of their 
various skills, had put together a National 
Championship drive that became a jug- 
gernaut in the 1976 season’s second half. 
We thought it might be entertaining and 
perhaps instructive to hear what they’d 
have to say about this season, and about 
racing in general. 

We know O’Brien wasn’t feeling 
pressed: when he is, and you ask for 
something, he starts telling you how very 
much he’d like to oblige and goes on in 
that vein until you get the idea and go 
away. This time he just said yes, and was 
in an expansive good humor as we 
trooped into a comfortably furnished back 
office at the Harley-Davidson dealership. 
It was a room outfitted as much for relaxa- 
tion as for business, with a wet-bar hidden 
behind a sliding panel in one corner and 
an Emmett Kelly-esque clown mask on 
the wall by the door. O’Brien yanked at the 
tie dangling below Emmett’s face, and the 
first sound recorded on our tape cassette 
was the maniacal laughter rasping out of 
a voice box hidden inside the mask. 

Everyone was suitably impressed with 
our surroundings. You don’t find a wet bar 
at many Harley-Davidson dealerships, 
and there was some wondering if the sun 
was low enough to allow a round of 
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By Gordon Jennings 


hooters, followed by more snappy patter 
about the fact Jay Springsteen—who had 
only turned 19 on April 15th—was not yet 
old enough to have anything alcoholic 
under California law. The Springer, it 
turned out, wasn’t interested in any case. 
He refers to even an innocous Coors as 
“Colorado Cool-Aide” and would as soon 
have water. Somebody then said he might 
have to get used to drinking winner's 
champagne, and Springsteen winced: “l 
don’t even like champagne. It upsets my 
stomach after a race; l’d rather pour it on 
my head than drink it.” 

Jay Springsteen was only in his second 
year as an Expert-class rider, and having 
his first year with the Harley-Davidson 
factory team (“I love it. It’s the best thing 
that’s happened to me”). But he’s had 
good sponsorship since graduating from 
the Novice ranks at the end of the 1973 
season: “I hadn’t found a ride all winter, 
and racing season was just about to 
begin. Then Vista Sheen called me up and 
wanted to know if I’d ride for them. So me 
and my dad and my brother Kenny drove 
to Detroit to see Rick Gawthrop, and we 
set up a deal. At first Jimmy Clarke only 
asked Vista Sheen to sponsor me, but 
Rick said, ‘why don’t we sponsor both of 
them?’ So he went and bought both of us 
XRs, and it went from there.” 

Springsteen is a teenage veteran, due 
to making a very early start. “I started 
riding when I was nine years old, and I’ve 
been racing motorcycles since then. But | 
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was also on crutches for two years be- 
cause | had a disease in my hips. It was 
Percy’s Disease or something like that, 
where your hip joint goes away and you 
have to wait until another one grows back. 
| was out of school with that for six months 
and ended up flunking the third grade. | 
tried doing my homework and stuff at 
home but that didn’t work. My older 
brother had a motorcycle then and when | 
got off crutches | started riding again, and 
trying to catch up at school. So I’ve been 
racing for ten years now, and | was a 
senior in high school last year and I've still 
got two credits to go. | couldn’t make them 
up this year because | was off racing 
when school started. 

“It’s hard to look back now, at how it 
was when | first started. Then | was look- 
ing to guys like Bart Markel and Resweber 
and big names like that, and | never 
thought of myself as getting anywhere. It’s 
hard to believe, it’s happened so fast. 
When | was a Novice | sure wasn’t think- 
ing about anything like this.” 

When Springsteen talks about where 
he was, and where he’s come, it’s in a soft, 
wondering, almost apologetic voice. Dick 
O’Brien stepped on the trailing end of the 
Springer’s self-effacing statement, haul- 
ing him up short with a flat, “well, you sure 
worked at it, and | think people were 
watching you when you were a Novice 
maybe more than you thought.” Turning 
to us he continued, “We were paying 


more attention during Jay’s Junior year, 
which is when we usually pick riders. . . 
and then hope we're halfway right. 

“You know, lots of times you pick up a 
first-year Expert and you aren't really 
sure. Guys will have fantastic Novice and 
Junior years, and then they get to be 
Experts and that’s the end of the program. 
But most of the time you can tell who’s 
going to come through: | remember 
watching Kenny (Roberts) and Gary 
(Scott) coming up together, and | said 
both of them were going to make good 
Experts. | think they've both proved that 
very well. There are things you look for in 
a rider, and one of the most important is 
determination. You find few who've got 
the determination to win under any odds. 
Jay has it, Bugs (Dick Mann) had it, and of 
course Roberts has it. Resweber always 
had it, and if his motorcycle was only firing 
on one cylinder he’d figure, ‘Hell, | might 
be able to win on just one.’ With many 
riders, if the bike wasn’t handling just right 
or something else was a little wrong, 
they'd give up, and settle for second or 
fourth or whatever. But | haven’t seen that 
in Jay: I’ve seen the all-out drive that 
makes a Champion, myself, and Jay is 
one of the few who have it today. 

“We'll stick by riders who are having 
problems, and we’ve done that more than 
any other company over the years. | can 
stick with any rider, if he’s trying. Natu- 
rally, | like to see our riders win, but a lot of 
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times a rider will get off his pace. Some- 
times, even with a good rider, a guy’s 
timing will get off and nothing’s clicking 
and he just can’t do it. Now, if he’s trying, 
as long as he puts in that effort, you know 
he’s going to come back and do a job: But 
if he gives up and won'ttry. . . well, that’s 
probably one of the worst aggravations 
for me. | want to give a guy every chance 
in the world, and | don’t mind hanging on 
for any rider when | feel he’s trying. And | 
know I’ve been criticized for doing that; 
heavily at times. 

“Harley-Davidson supports its riders 
very well. We try to have a tuner for every 
rider on the team, because when you 
have that, the rider and tuner can spend 
the whole season together and learn to 
work with each other. Naturally this is 
expensive, and if you do it you'll have to 
run a shorter team than you might if you 
had an unlimited budget. We do try to help 
the other guys, and if they’ve got a good 
mechanic working with them they can do 
a real fine job. | don’t think there’s any 
doubt that a privateer has a better chance 
of winning the Championship now than at 
any other time in its history, because the 
equipment is available for both road rac- 
ing and dirt track. 

“The XR750 has sometimes been jin 
short supply, but that’s because they’re in 
big demand, and nobody else is building 
anything. You’d have to admit that short 
supply is better than no supply. We’ve 
already produced approximately 350 
XR750s; we're building another 100 this 
winter, so that will make about 450 units in 
circulation in 1977. Naturally, they’re not 
all going to be seen at the race tracks. We 
keep a number of them at the factory, for 
development work, and you’ve got a lot of 
XR750s actually being used on the high- 
ways. When a dealer orders one we don’t 
know what he’s going to do with it, and 
some XR750s get sold at very high prices 
to people who convert them into road 
machines. | don’t know if | like that, but | 
feel well-pleased at the way the XR750 
has come out. A lot of them run all year, 
racing, with very little maintenance; some 
of the lower ends have actually gone a 
whole season without being pulled down. 
As you probably know, we never have 
admitted to any horsepower figures for 
the XR750. | know people have seen up to 
86 rearwheel horsepower on Axtell’s dy- 
namometer. | haven’t ever said what we 
get on our dyno. | don’t plan to now.” 

Knowing the futility of trying to pry 
anything out of O’Brien when he’s de- 
cided upon silence (your reporter has 
known O.B. for nigh onto 15 years), we 
changed the subject, asking Springsteen 
and Werner if there were things from the 
season that stood out in their minds. The 
Springer laughed, said “Oh, yeah,” and 
then fell silent, thinking about it. Werner 
fidgeted, and said very emphatically, 
“There sure are things that stick in my 
mind.” Bill obviously did have something 
stuck in his mind, or craw, and being both 
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nosy and rude we asked him what he 
considered his biggest mistake in 1976. 
Springsteen was there ahead of him with 
an answer: “Not taping the petcocks open 
at Peoria.” Werner smiled, not finding it 
terribly funny, and explained: 

“Yeah, it probably was the Peoria thing. 
| put new petcocks in Jay’s TT bike, 
because there had been some problems 
with the things getting worn and vibrating 
shut. We'd been expecting some of a new 
kind of petcock, as replacements, but 
they hadn’t come in and it was time to get 
ready for the race. So | said to myself, 
‘Well, l'Il just put in a new pair and then | 
won't have to worry about that.’ We hadn’t 
had any trouble with ‘em all year, but | put 
the new ones in anyway and... . well, it 
was a TT race and riders move around on 
the bike quite a bit. So sure enough he’s 
leading the race by, oh God, about half a 
lap and all of a sudden, boom—it starts 
running on one cylinder. And Jay had the 
race in the bag; nobody was getting close 
to him. It just wasn’t a good day. In his 
heat race Jay was running fourth, working 
his way up, and a shock absorber eye 
broke off right at the weld, and he con- 
tinued on and finished second with one 
shock absorber. And | thought, ‘well, 
that’s our bad luck for the day,’ but | was 
wrong about that. 

“Anyway, Jay was leading the Main. 

(Continued on page 94) 





Bill Werner: 

“You don't have 
to prod Jay 

and soy, 

‘Now try it faster; 
Jay is always 
trying it faster.” 











The Championship Chase 


The Great Ascot 
Hang-lt-Out 


@ JAY SPRINGSTEEN couldn't have spooked 
those Harley people worse if he’d climbed 
naked to the top of the nearby Datsun 
building with a quart of Ripple in one hand 
and a spavined kite in the other and 
screamed, “I can fly! | can fly!” Springer, on 
the second lap of his first (and only) 
practice session at Ascot, had come blaz- 
ing off Turn Two'right behind teammate 
Rex Beauchamp. Rex’s bike fishtailed, 
Ascot’s relentless traction reached up and 
grabbed it, and Beauchamp lunged to- 
wards the inside. Jay T-boned him, right 
there on the back straight, and a jibbering 
horde of orange-and-white people ran out 
from under their stop-watches, wrenches 
and rear sprockets over to where Springer 
and his No. 25 Harley-Davidson lay on the 
ground. Except for a little finger that aimed 
towards Jay’s elbow, he otherwise ap- 
peared all right. His tuner, Bill Werner, 
formerly a wrestling coach and familiar 
with dislocations, latched onto the finger, 
drew it back like a slingshot and snapped it 
into place. The sighs of relief were enough 
to set Ascot’s dreary palms swaying in the 
still Gardena hotness. 

Not that it was all over—not by a long 
shot. By Ascot-time it was still mathe- 
matically possible for Gary Scott to bag the 
Championship, and under the most pre- 
cariously-balanced circumstances Ya- 
maha’s Ken Roberts could likewise end up 
with the Number One plate. If Scott didn’t 
figure in the Ascot results and Springer 
didn’t qualify for the Main, Roberts could 
win it all by winning the National. If Roberts 
didn’t win Ascot and Scott did, and Jay 
finished eighth or worse, then Scott would 
wind up the Champ. To cover all pos- 
sibilities Jay had to qualify for the Main then 
finish seventh or better. 
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On the face of it, a seventh-or-better 
finish out of Springsteen shouldn’t be too 
much to expect. That’s comforting, but 
ignores the difficulties out-of-towners tra- 
ditionally have with Ascot, and it ignores 
the eccentric patterns of AMA dirt-track 
racing, and it ignores certain Springsteen 
characteristics which have gotten him 
where he is and which conspire against 
easy predictions. 

Springsteen among motorcycle racers 
is close to being a living flame, unwilling, 
as Werner explained, “to accept anybody 
being in front of him—even when he’s just 
out trailriding with his friends.” Considera- 
tion of a long-range goal has not always 
gone into Springsteen’s appraisal of the 
race at hand. He was in the cat-bird seat 
to win the Camel point fund money ear- 
marked for the rider who’s ahead at the 
season’s halfway break. But while trying 
too hard to get on top in a hurry at the San 
Jose Half-Mile, Jay crashed and there 
went $6,000 and the points lead. 

The same thing could happen at Ascot, 
as everyone affiliated with HD so ob- 
viously knew. Which is why they were all 
itching with nerves. When a silver bullet in 
the form of Jay’s practice crash whizzed 
past Dick O’Brien’s ear on the way to 
Milwaukee and points east, one had to 
empathize with those who—theoreti- 
cally—were calling the shots. If Jay tried 
too hard and blew it he’d be losing a lot of 
money, and the Number One plate. But 
how about O’Brien? He goes back to 
Milwaukee and somebody higher up the 
corporate ladder says,”All he had to do 
was finish seventh? And he crashed going 
for the lead in his heat race? And now that 
Scott person has the championship? 
Again? C'mon, Dick. You’re just foolin’. 
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Right? Dick? Just kiddin’ around, right?” 

But it could have happened. The 
Springer, as we were told over and over 
by those who know him well, is The 
Springer. 

Maybe there was even a note of opti- 
mism in the Harley-Davidson camp after 
Jay bailed. He was led back to his lawn 
chair there in the pits and ice packs were 
applied to fingers, thumbs and necks, and 
it must have crossed some minds that 
Springsteen, now distinctly pale and a bit 
on the quivery side, would listen to rea- 
son. Having been bitten by Ascot, he 
knew first-hand that there were teeth in 
that swamp-bottom clay. Maybe the crash 
knocked just the right amount of impet- 
uosity out of him, or gave him the private 
excuse he needed to concentrate on the 
title instead of the race. When no-one else 
was listening, Jay Springsteen looked up 
from his lawn chair and said to Chuck 
Palmgren, “Hey. You don’t crash a few 
times, you ain’t goin’ fast enough, right?” 
Even then—with ice packs and sore spots 
all over him, and still shaking from the 
impact of the crash—Springer was putting 
the memory of the Beauchamp T-boning 
behind him, was toughening up, was plan- 
ning to try to do just exactly what he has 
done all year: get out there and win the 
damn race. That a non-Californian had 
never won the Ascot National made no 
never-mind. That he didn’t have to win 
made no never-mind. That he had just 
crashed made no never-mind. The 
Springer is The Springer. 

The 1976 season consisted of 28 Na- 
tionals, beginning in January. Spring- 
steen didn’t start to win until late June, 
when he picked off the Columbus Half- 

(Continued on page 96) 
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By Cook Neilson 


When Springer left the track thot night 
he had everything: the track record, 
the win, the Championship and the 
astonished respect of everyone 
who watched whot he did there, 
and just couldn't believe it. 








hen you live in 
Texas, Skip Hollis- 
ter explains, “every 
place is far away.’ 

Skip should 
know. He lives in Arlington, Texas, 
just a few miles outside of Dallas, 
and in the past five years has 
logged over 100,000 miles on 
Honda motorcycles to those “far 
away places: That makes him an 
expert on both touring and Hondas. 


“Moved Up To The GL” 

“I started on a 500 Four back in 
71, switched to a CB-750 a couple 
years later, then moved up to the 
GL} Skip continues. “They're all 
super-dependable, smooth- 
running, beautiful-handling road 
machines, but for long-distance 
touring, there’s never been a bike 
like the Gold Wing’ 
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It wasn’t always that way. For 
years the long-distance rider’s 
dream bike came from across the 
Atlantic. Then, in 1975, Honda 
introduced the Gold Wing™ from 
across the Pacific. And, in one 
brilliant move, created a machine 
that was more than a match for 
any competition. 

Take a GL out yourself for a 
few thousand miles and you'll 
realize just how far ahead it is. 
Skip says, “..my GL seems to be 
gettin’ better and better the more 
miles | put on it. And I ride it hard 
... every day.” 


Incredibly Quiet 

And Powerful. 
You have to listen hard to hear the 
sounds of the GL’s engine and 
exhaust. Even then, you probably 
won't hear them because of the 
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“By far the 
worlds best 
touring bike 


99 
for the money. 
-Skip Hollister 
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super-low dbA level. (It’s already 
below the standards an environ- 
mentally-tough state like Califor- 
nia has established for 1985!) 
But just because it’s quiet, 
don’t underestimate its power. Or 
excitement. No way! The 999cc 
liquid-cooled, overhead-cam, four- 
cylinder engine delivers that awe- 
some power through its drive 
shaft. But without the bothersome 
torque reaction normally associ- 
ated with shaft-driven machines. 
The reason is that Honda has 


HONDA GL-1000 
AT A GLANCE. 





Suggested Retail. .$2,938.00* 

ENGINES e e oa Liquid-cooled, 
four-stroke, 
four-cylinder, OHC 

Carburetion...... Four constant- 
velocity 
32mm Keihins 

Fuel Capacity... . .5.0 gallons 
(0.8 gallon reserve 
inclusive) 

Final Drive....... Enclosed shaft 

Goloisem ere Black, red and 
blue 
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*1977 manufacturer's suggested retail price includes dealer set-up, but does not include tax, license and transportation charges. Always wear a helmet and eye protection, 
keep lights on and check local laws before riding. Model availability may be limited. For free brochure, write: American Honda Motor Co., Inc., Dept. C17, Box 50, Gardena, 


California 90247. See Yellow Pages for nearest dealer. © 1977 AHM. 


developed an advanced counter- 
rotating alternator rotor to offset 
the natural torque reaction of the 
engine’s crankshaft. The overall 
result: super-smooth, straight- 
ahead power. And that’s not poe 
steady, long-distance y 
power; the GL is amaz- 
ingly quick off the line, 
too. Turning in quarter- 
mile times that embar- 
rass many other so- 
called superbikes. 


All The Quality 
Built-in. 

Performance and styl- f 
ing features further f 
attest to the Gold Ẹ 
Wing’s superiority. J 
Vibration is virtually $ 
unnoticeable. Braking § 
power comes from 
hydraulic double discs J 
up front, single disc in Bag 
back. The four constant- 
velocity carburetors MS% 
maintain fuel economy 
and precise engine 
response. (Skip still 
gets over 40 miles to the gallon 
fully loaded.) 

There’s a low center of gravity 
for outstanding stability and han- 
dling. The instrument panel has 
everything but a cigarette lighter. 
What at first appears to be the fuel 
tank is actually a storage compart- 
ment that comes with a healthy 
complement of tools. The handle- 
bars have been proportioned and 
repositioned to minimize fatigue. 
Even the grips have been softened 
with a new neoprene rubber com- 
pound. And for maximum rider 
and passenger comfort, the all- 
new redesigned seat lets you ride 
all day and still enjoy sitting down 
for dinner. 

Over A Thousand 
Dollars Less. 
Finally, there’s one other major 
advantage the GL has over its com- 
petition—price. One visit to your 
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nearby Honda dealer and you'll 
discover you can ride off with a 
GL-1000 for over a thousand dol- 
lars less** than the most popular 


European sport tourer. That’s why 
its the best touring bike in the 





world for the money. Many riders 
would argue that point, however. 
Skip Hollister happens to be one 
of them. He says, “I think it’s the 
best touring bike there is. Period’ 


**Based on a comparison of manufacturers’ suggested retail prices. Price optional 


with dealer. 
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GOING STRONG! 
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Dear Hodaka: Your "Road Toad" is all 
the dirt bike | need! 


“No offense to 
the guys who name 


they blew it on this one! 
f “Sure, the Toad 

is street legal. But call- 
ing it a road bike is like 
* calling an exotic Euro- 
pean GT an economy car — it may get 
good mileage, but that’s not the main rea- 
son for having one! 

“My reason for having a Road Toad 
is simple: I think it’s the best thing going 
for what I like to do, which is explore back 
country trails. It’s at home in the dirt like 
the best pure trail machines I’ve tried, but 
when I have to cross a stretch of civiliza- 
tion the fact that I’m legal on the street 
comes in mighty handy! 

“I checked out a lot of bikes before 
I bought my Road Toad. Compared ’em 
feature for feature and spec for spec. 
Learned some interesting things, too. 
For instance, you don’t have to go to big 
displacement to get exciting performance. 
But if you stick with a light, maneuverable 
100cc, you might get stuck with a kid- 
sized frame. 


“That’s why I like my Toad so much. 
It’s big and comfortable with plenty of 
power, but it still handles the tight spots 
almost like it’s a part of me. 

“Another thing I like is what the 
Toad does to people’s ideas about bikes. 
They see a 100cc dual purpose machine 
and figure it must be a little on the tame 
side. They get surprised a lot (I’ve left my 
share of 125’s in the dust). 

“Pue even been surprised a few 
times. Like once when I was demonstrat- 
ing some real riding to a certain lady friend. 
I came blasting through this little stream, 
and before I hit the far bank I downshifted 
and grabbed a big handful of throttle. Very 
impressive stuff, for sure, but I wasn’t quite 
ready for all the power the Toad can crank 
out. When the back tire hit solid ground 
and took hold, up came the front end and 

. well, just say the demonstration ended 
a little sooner than I planned! 

“No question about it — the Road 

Toad is one hell of a dirt bike. With one 
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oddball name! 
The No-compromise Compromise 
To some people, street/trail bikes 
are a kind of unhappy compromise — not 
really at home either on the road.or off it. 
We say nonsense. As you might 
know, our background is mainly in trail 
bikes. In fact, Hodakas have earned an 
enviable worldwide reputation for off-road 
performance and dependability. 





We’re proud of that reputation, and we’re 
not about to do anything to change it. So 
when we decided to build the Road Toad, 
we were determined not to sacrifice its 
performance off the road. 

Moral: We don’t compromise, so 
why should you? 


Beginning Toadology 


Maybe you already own a street 
bike that you like just fine, but you’re 
finding that the idea of trail riding appeals 
to you more and more. Say you’re not 
out to race — you just want to spend some 
time off the asphalt enjoying youself. What 
do you look for in a bike? 

Somewhere near the top of your 
list you’ll probably put performance, de- 
pendability, and comfort. And the Road 
Toad is loaded with all three. 

The Toad’s Performance comes 
from the 100cc oil injected engine and 
rugged 5 speed gearbox. Together they 
give truly amazing pulling power over an 
extremely wide speed and RPM range. 
So you’ve always got instant throttle re- 
sponse — whether you're really scram- 
bling or just poking along taking in the 
sights. 

Dependability comes standard with 
every Hodaka, and the Toad is no excep- 
tion. Hodaka Dependability starts with 
a time-tested design that’s sturdier than 
it has to be, and ends up setting incredible 
endurance records like Frank Wheeler’s: 
ten thousand miles around Australia in 21 
days — on a Hodaka 125 loaded down 
with 66” of rider and 200 pounds of gear! 

Hodaka Comfort starts with a man- 
sized frame that won’t cramp your style, 
a rear suspension that sets up six different 
ways for different load and riding condi- 
tions, wide 3514” MX-type bars, and steer- 
ing geometry that’s designed so you don’t 
need a wrestler’s arms to keep the Toad 
pointed in the ee direction. 

~<a Comfort means 
ee g freedom from eye- 
fA strain, too, so we gave 
io f the Toad a powerful 
x N headlight with an elec- 
. tronic voltage regulator 
for steady, even bright- 

La ness. It also means 
peace of mind, hich is why our extra-big 
2.8 gallon tank is there (check the tank 
sizes on the competition). 


Advanced Toadology 
Now that you have some idea of 
the philosophy behind the Road Toad, 


we'd like to call your attention to a few 
of the many refinements that help turn 





that unique philosophy into a truly unique 
motorcycle. 

Take our Alumiferric cylinder, for 
example. We use a special patented pro- 
cess that lets us make the cylinder liner 
and all the port passages out of a single 
Mehanite iron casting. Then we bond the 
aluminum outer jacket (which contains 
the cooling fins) around the iron center. 
The result is a cylinder that has the long 
wearing properties of cast iron with the 
improved cooling of aluminum. 


The Toad’s engine also features 
reed valve induction for more torque at 
low RPM, and a big 26mm Mikuni racing 
carburetor that helps deliver the Toad’s 
hot top end. 


The drive train uses a heavy-duty 
DAIDO chain protected by a braced guard 
with a tough nylon idler. An oversize rear 
tire puts all that Toad power where it be- 
longs, while the big front shoe with conical 
hub brake gives you stopping and turning 
power to match the Toad’s go power. And 
the rim locks front & rear and extra heavy- 
duty 9 gauge spokes let the Toad take hard 
knocks without breaking its stride. 

There’s no lack of convenience fea- 
tures, either — with a sturdy luggage rack, 
enduro speedometer with trip mileage 
meter, mud flaps, large tool box with tools, 
turn signals, mirror, kill button, and oil 
level dipstick all standard equipment. 





The Clincher 


How much will it set you back to sit 
on all this class and refinement? Well, 
during Hodaka’s inventory clearance sale, 
you can bag a Toad for only about $5291 
(suggested U.S. retail at West Coast port 
of entry, not including transportation, 
dealer setup, state & local taxes.) Better 
hurry, though, because they won’t last 
long at these prices, and chances are 
they’ll never be this low again. 





HODAKA MOTORCYCLES PABATCO 
Box 327, Sherman Road Athena, Oregon 97813 
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The Yamaha XS650 is a classic 
in every sense: styling, performance, 
reliability, ease of maintenance and 
economy of operation. In 1970, 
Yamaha introduced the XS-1. Over 
the years, Yamaha has continued to 
develop and apply state-of-the-art 
technology in refining, modifying 
and improving this machine to its 
present level of sophistication and 
dependability: The 1977 XS650. 

The heart of the machine, its 
650cc S.O.H.C. twin cylinder en- 
gine, pulls strongly from idle through 
redline. Breathing through twin 






1974 
Alloy rims for reduced unsprung 


The Yamaha XS650: 


38mm constant velocity carburetors, 
it develops smooth power and out- 
standing fuel economy. A positive 
crankcase ventilation system reduces 
emissions. And special alloy valve 
seats permit the use of unleaded gas. 
The close-ratio five-speed trans- 
mission, activated by a short-throw 
foot lever, lets the rider fully exploit 
the engine's broad powerband. A 
duplex cradle frame, reinforced in 
high stress areas, combined with 
Cerrani-style front forks and five- 
way adjustable rear shock absorbers, 
provide sure tracking and a smooth 
ride. Additionally, light alloy rims 
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reduce unsprung weight assuring 
greater stability. A fade-resistant 
front disc brake and a conventional 
drum brake in the rear combined 
with the road-gripping tires, stop you 
straight and quick. 

The new automotive-type in- 
strument cluster is easily read at a 
glance. Also new for 1977 are self- 
cancelling turn signals. 

In short, the XS650 offers you 
the best of both worlds: not only an 
outstanding modern touring ma- 
chine, but also one of the great classic 
machines from Yamaha. 

The 1977 XS650 is available 
now, at your Yamaha Dealer's. 














1970 
Roller bearing crankshaft and 
camshaft. 

1974 

Greater use of alloys for lighter, 
stronger and more powerful engine. 





1972 1974 
Electric starter added. New Instrumentation. 


1974 1977 
Improved electric starter. Automotive-type instrumentation. 


1973 

Locking Gas Cap. 
1976 

Safety Gas Cap. 


1972 

Disc brake added. 

1973 

Improved disc brake pads. 
1976 

Re-positioned caliper for 
improved steering 
characteristics and handling. 
1977 

Lightweight aluminum caliper 
and greater brake pad area. 


1974 
New Frame for better handling. 
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1976 
Stronger fork springs 
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@ EVERY YEAR we ferret through a stack of 
Cycle magazines and pick the ten best 
bikes that were tested that year. We had 
34 machines to choose from in 1976—13 
all-new ones, six with drastic revisions 
and 15 old standbys. It’s easy to pick the 
first five and eliminate the first dozen. 
Then the arguing starts. All five editors 
must agree on each choice, so careful 
logic sometimes gives way to high-tem- 
perature hollering to get a holdout’s vote. 
Actually selection goes quite smoothly 
because the single criterion is function— 
how each nominee works as a motorcy- 
cle. Subjective considerations relating to 
looks, purpose, reputation or prestige are 
not considered. Price, availability, parts 
situations and reliability (proven or un- 
proven) don’t count. Bikes which func- 
tioned extraordinarily well during our test 
sessions made the list. It’s no surprise that 
a lot of our personal favorites are on it— 
it’s easy to like the best. Following a quote 
from the original road test is a brief dis- 
cussion of each model selected. 

‘ Suzuki RM125A: “Our standard-format 
comparison procedures, applied to un- 
modified motorcycles, produced a soli- 
tary winner: the Suzuki RM125A.” In only 
10 months after the first RM125 debuted 
Suzuki released the A model, which was 
90 percent new. Radical revisions by 
Honda and Yamaha to their 125s at nearly 
the same time generated a comparison 
test in the July issue of Cycle, and all three 
bikes were such standouts that each ap- 
pears on the ten best list. Competition in 
the 125 class is so tough that manufac- 
turers must incorporate new technology 
every eight to ten months to stay competi- 
tive. The RMA Suzuki received a new 
cylinder, case reed, bigger carburetor, an 
up-pipe and a sixth speed in the gearbox. 
The carbon-steel frame gave way to 
chrome moly with an improved swing arm 
that featured more rear-wheel travel. 
These changes made the 125A more 
powerful (21.14 hp), better-handling and 
easier to ride. In a week of comparison 
testing Cycle found the Suzuki to be the 
best stocker. A good rider can take it 
directly from the dealer’s floor to the win- 
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ner’s circle without a single modification. 
Honda CR125M: “In the real world of 125 
motocross, out where there’s no such 
thing as a stocker, the Honda must also 
be declared a winner.” Since the first 
CR125 Elsinore in 1973, Honda has domi- 
nated 125 motocross. To be more spe- 
cific, tricked-out Elsinores have, because 
proven and readily available speed equip- 
ment exists for Elsinores. And it exists 
because Elsinores are the largest market 
for such products. This well-established 
and successful interdependence is tough 
for a new brand to break, so CR Hondas 
continue to win despite the showroom 
superiority of other bikes. It only takes 2 
hp to have an advantage in the 125 class, 
and FMF can supply that for a Honda with 
a carburetor and pipe. Add new gas 
shocks and a new rear tire and it’s like 
getting a half-lap head start. Even as a 
stocker the Honda produces the most 
horsepower—21.53. Combine fine steer- 
ing and good brakes with a Marty Smith 
paint job and it’s no wonder the red- 
framed devils sell in carload lots. 

Yamaha YZ125X: “The Yamaha, which 
isn’t a-‘winner’ in either class, still ended 
up with the fastest single lap turned at our 
test track.” All three testers agreed that 
the Yamaha’s 20.67 horsepower engine 
had a delightfully wide powerband that 
gave a good bite and hard acceleration. 
Its air fork and monoshock, once set up, 
performed better than the suspension of 
either the Honda or Suzuki. The YZ even 
turned the fastest single lap in a week of 
testing. Why then did it not win? Funny 
handlebars, frequent missed shifts and 
the highest price of the three contributed 
to its placing. Ironically, what really sunk 
the YZ was the complexity of its suspen- 
sion for the average motocross rider, and 
the cost of the special tools necessary to 
maintain the suspension. It takes some 
$225 in factory equipment and a month of 
diddling to dial it in. Once it’s set, how- 
ever, the YZ rider has a distinct advantage 
because air is the only truly progressive 
spring. Even with the suspensions set 
wrong, the Yamaha would easily qualify 
as one of the ten best test bikes. 


Suzuki GS750: “It is without question the 
best motorcycle in the 750 class.” Suzuki 
takes its time with markets. The RM moto- 
crossers came five years after the factory 
began competing in GP motocross. The 
GS750, Suzuki's first four-stroke, arrived 
seven years after Honda revolutionized 
motorcycling with a four-cylinder four- 
stroke. But the RM, and now the GS, have 
been instant pacesetters and worth the 
wait. We top-ranked the GS750 because it 
out-performs everything in its class with a 
blistering 12.75-sec/104.77-mph quarter 
mile and a 60.17-horsepower rating on 
the dyno; both figures translate to very 
fast in the field. Like the Z-1, the bike has a 
split personality—easy-going and friendly 
up to 6500 revs, and from then on a jet. 
The engine is especially smooth and al- 
ways tractable. Even the plague of 
Japanese street bikes—drive-train 
snatch—is minimal. Precise handling, 
generous ground clearance, adequate 
comfort and responsive suspension put 
the GS750 securely at the top of its class. 
Penton 250 MC5: “It’s an honest, no- 
foolin’ works-level motocrosser.” Pen- 
ton’s reputation wasn’t built on motocross 
tracks. The founding father was an en- 
duro rider and his sons are Six Day stars. 
Within a week of its release last June, this 
machine—the incredible MC5—has sud- 
denly made Penton a motocross power. 
Cycle had tested the first model in Amer- 
ica a month earlier, and stated flatly the 
bike would be a winner. Everything is 
there—power, handling and feel. The 
MC5 was built with GP caliber racing in 
mind and patterned after the machines 
ridden by Guennedy Moiseev to a World 
Championship in 1974 and to the runner- 
up spot in 1976. The engine’s 31.87- 
horsepower rating surpasses every avail- 
able 250 motocrosser except the limited- 
production Can-Am GP. The lightweight 
chrome-moly frame mounts a towering 
8.7-inch travel Marzocchi fork which 
props the bike high in the air and gives it a 
single-function, almost predatory ap- 
pearance. The package costs $1900 out 
the door—very expensive. But try being a 
winner for less. 

49 





Suzuki GT550: “With three first-place cat- 
egory wins, three seconds, a third and a 
sixth, the Suzuki GT550 is the un- 
challenged winner of our Middleweight 
Comparison test.” In the August issue 
Cycle presented a 20-page cover-story 
bonanza with charts and graphs and 
color pictures on seven intermediate-dis- 
placement middleweights. Like a mar- 
athon runner who hangs in there while 
others sprint ahead and then fade, the 
GT550’s steady overall performance gave 
it the most points. It is a thoroughly nice 
motorcycle—friendly, predictable, spirited 
and versatile. The test once again demon- 
strated the 550’s touring capabilities, but 
raised questions about its mountain road 
suitability. The categories the GT550 won 
outright were important ones: Engine Per- 
formance, Overall Comfort and In-Town 
Ease of Operation. There is little new and 
nothing unconventional about the Suzuki. 
It’s a four-year-old motorcycle that was 
designed to ride the waves of progress, 
survive as a seasoned veteran and never 
get out of date. Only occasionally does 
the latest GT get more than a change of 
paint. Why change a winner? 

Honda MR250: “The MR250 was de- 
signed for the U.S. off-road market as a 
playbike, not a racer.” Playriders have 
been the true market for dirt bikes all 
along. The MR250 recognizes these long- 
neglected fellows and offers them a tailor- 
made package suitable for enduro com- 
petition and all types of fun riding. The 
MR250 is not street-legal, and therefore is 
not encumbered by the expense and 
weight of street considerations. Since it’s 
not designed for racing, the MR’s power- 
band can be expansive with lots of pulling 
power on the bottom. Horsepower is 
21.86—plenty. An oversize gas tank gives 
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a 90-mile range and a. high pipe raises 
ground clearance to 9.4 inches. The lights 
are good enough for night riding, which 
has become quite popular in the West. 
Stock suspension is not the greatest, but 
it’s better than anything on a street/trail 
bike and can be made outstanding with 
an S & W fork kit and a set of aftermarket 
gas shocks. So playriders even have the 
option of getting serious step-by-step. 

BMW R90S: “Breath-takingly priced, but 
also lavishly endowed with quality and 
performance.” BMW has gone after the 
Carriage trade, and both tempted by un- 
paralleled success and squeezed by inter- 
national fiscal turmoil, jacked up the price 
even further. The BMW can symbolize 
financial arrival, taste, status, “the best,” 
“imported,” “German precision,” and a 
host of other intangibles that help to ex- 
plain its success in spite of price. But its 
symbolic powers didn’t put the BMW on 
this list. What did is its motorcycle perfor- 
mance, which allows buyers to rationalize 
a $4000 dent in their wallets. In a quick 
13.18 seconds, an R90S squeezes 102.04 
mph into a quarter-mile; while that doesn’t 
make it the fastest motorcycle around, the 
BMW’s acceleration and speed are 
among its main attractions. So are its 


‘smoothness and comfort. There’s proba- 


bly no better way to go from New York to 
San Francisco on a motorcycle than on 
an R90S. The fact that you could make 10 
first class trips in a luxurious airliner for 
the same price is pleasing to BMW 
owners—and adds fuel to the legend. 

175 Penton Enduro: “The 175’s perfor- 
mance as an enduro bike is staggering.” 
Penton’s radical revision of their entire 
line late in 1975 resulted in superior per- 
formance and a new rideability that was 
never there before. All of a sudden the 





expert’s bike didn’t need an expert rider; 
novices could improve their ability just by 
climbing aboard. Experts flocked to the 
brand—out of 322 entries in the Austrian 
ISDT, 101 rode Penton/KTMs, or 31 per- 
cent. Jawa was a distant second with 33 
riders. Cycle’s bike produced 22.68 
horsepower on the dyno for a record in 
the 175 enduro class. With this kind of 
power the bike feels like a 250, and in- 
deed, it will swallow and digest any 250 
Japanese street/trail bike and most of its 
competition in the true-enduro 175 class. 
Superb handling from a chrome-moly 
frame, a long-travel Ceriani fork and Mar- 
zocchi gas shocks help make the Penton 
what would probably be the best test bike 
of the year if Cycle had such an award. 

Yamaha XS750D: “Its strong appeal isn’t 
in the realm of muscle, but in nicety and 
finesse.” A shaft drive has always implied 
touring, and touring doesn’t require a 
twelve-five quarter-mile. What’s needed 
for the open road is a smooth ride, com- 
fort, and sufficient power and stability to 
handle heavy loads. All this the Yamaha 
has—plus enough sporting flair for moun- 
taineering and boulevarding. Several 
technical advancements help make the 
XS750 a successful all-arounder. The 
shaft drive is superior to the Honda, Guzzi 
and BMW systems because it uses a very 
expensive constant-velocity U-joint at the 
swing arm pivot to eliminate torque pulsa- 
tions in the driveline. Rear mount calipers 
on double discs position mass properly. 
Spokes can’t loosen with one-piece cast 
aluminum wheels. A combination two-rate 
fork spring and special slider-lining make 
the suspension respond to smaller bumps 
than any Japanese heavyweight and 
match the fork performance of the fabled 
BMW-—for $1800 less. © 
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“once again, the best bike you can buy 


has gotten better” 


At BMW, there's no such thing as resting on 
laurels. Because no matter how fine our motorcycle 
is, we keep on searching for ways to make it even 
better. It's a continual process of honing, polishing, 
perfecting. All designed to make every BMW the 
most reliable, safe, comfortable, high-performance 
machine it can possibly be. 

For 1977, we've made quite a few changes. 
Some you can see. Some you can't. But all are 
improvements. 

The BMW has been upped to 1000cc dis- 
placement. In both the R100/7 and R100S models. 
Not for raw horespower, mind you. But for a higher 
and broader torque curve. So you have more pull in 
any speed with any load. Big peaky, high rev horse- 


power numbers may move bikes out of the show- 
room, but it's big torque that makes bikes move on 
the street. 

To reach 1000cc meant larger pistons. But not 
heavier pistons. Be- = 
cause our engineers 
went back to their 
boards, designed new 
pistons, and specified 
a lighter alloy. And 
lighter means smoother. 

You'll find many other change 
BMW's. New starter gear ratio for even stronger cold 
starts. New, higher amperage battery. A new crank- 
case ventilation system. New footpegs. Even anew, 





richer-sounding horn. 

There are some detail changes you can't see, 
too. We redesigned the engine noua to make it 
even stronger. Made the swing T 
arm even more rigid. Redesign- 
ed the frame. Not because they 
had any weakness in '76. But 
because we were going to the 
stronger engine in ‘77. 

Look at our new gas cap. 

Looks great, sure. But much 
more important is how it works. 
It's flush. So it's safer. And inside 
is a special expansion chamber. 


So what's slopping around inside never gets outside. 


Notice the new tank. Beautiful, very. But also 
larger, so our already long range motorcycle can go 
even further. 

Compare the 1977 BMW with any other bike 


of its size. You'll find us lighter, simpler, more comfort- 
able, and more fun to ride than you ever imagined. 

Of course, this kind of honing and perfecting doesn't 
come cheap, but what great things ever do? 

Go to your local dealer. See the 600cc, 750cc 
and 1000cc BMW's for 1977. Check out our exciting 
new colors. Examine our technical changes and 
improvements. We think you'll agree that the best 


. bike you can buy has just gotten better. You'll find the 


dealer in your Yellow Pages. U.S. Importer. 
Butler & Smith, Inc., Norwood, NJ 07648/ 
Compton, CA 90224. Canada: 

BMW Motorcycle Distributors, 

Ontario. Write for our 

colorful free brochure. 


Bavarian Motor Works 
Over 50 years of building the world's finest motorcycles. 
CIRCLE NO. 65 ON READER SERVICE PAGE. 
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Road Tests 


BMW:R90/S) ase ees January 
BMW R1OORS .................. : 





Hercules GS175 Enduro.. .. September 
Honda XL350-K2........... ccc February 
Honda CB125-S3 oo... February 
Honda MR250 e EA A April 

S&W Suspension for MR250 ..April 
Honda CB750A Automatic’.......... May 

HondaMatic Torque Convertor May 
Honda CR-125M -0ean July 
Honda CB550F ...... . August 















Honda CB5007T ............ 
Kawasaki KZ900 LTD .. 
Kawasaki KH400 Triple... Af 
Kawasaki KZ650 Four...... ..November 
Laverda 1000 Triple .... 


Maico MC 400/5.......... _ January 
Montesa 360 VA MX.............0..5 July 
Moto Guzzi V-1000 1 Convert ....March 
Penton 175 Enduro... . January 
Penton 250cc MC65 ... „June 
Rokon RT-340-II ....... May 


Suzuki GT500 Titan . 
Suzuki GT185 .... 


Suzuki RM-125A „July 
SuzZükGTI8 0 EE aE eee August 
SUZUK GMS50 EN S August 
Suzuki GS750 ........ ..September 
Yamaha YZ-400C .. ..March 
Yamaha RD 4000 ............ _ April 


Yamaha XT500 Enduro .. 
Yamaha XS750D .... 
Yamaha YZ-125X .. 


Yamaha RD400C.... August 
Yamaha XS500C ose August 
Yamaha IT400C............0.ccccee October 


Technical 


Honda CB550 Suspension Tune March 
Dyno Testing The Ceriani Kit ..March 
How Fast Can It Really Go? ........ July 







How Things Work: 
Carburetors aAa a O ENE e July 
Chana a EAN January 
Hydraulic Disc Brakes... ..February 
Ignition Coils ............... _ June 
The Battery . ..March 
TIRES ERSEL e ATAT eTa EO May 
How Quick Can It Really Go?...... November 
Motorcycle Aerodynamics .......... September 
Product Evaluation: 
Barum Knobby.....................0.. December 


Lester Cast Wheels .. A 
Marzocchi ZTi Fork.................. 





Rodac 501A 
Pneumatic Ratchet ........ August 
S&W Air Spring Shock 
Absorberstccc2-cnccc eaten May 
The Almighty Wrench .............. September 
VDO Enduro Racer 


Time-Keeper a.e April 
Walnut Shell Blasting .. x 
Widder Electric Vest ...... Fe 

Suzuki TR-750 Road Racer ........ February 







The Bol d’Or Flier eiii March 
The Shop: 
Changing Tires -a.s March 
Honda CB500 Linkage Fix ...... February 
Porting By RE E May 
Honda CB500/550 
Head Leak Fix ..............02. May 
The Yamaha OW-27 125 
Motocrossen sit ieee August 


. The Custom XLs: ............. 





Competition 





Ascot National ........0..00.cs January 
Baja 500-Husqvarna Sand Box ..September 
Beech Bend Digs ...................44: September 
Carl Cranke 

Talks About the ISDT .............. February 
Daytona Preview ............. ...March 
Daytona: 200 icy es May 
Destruction Derby-Baja Style ......April 
Indy: Drags nae aea eon January 
Laguna Seca National: 

Winning Every Mile .................. November 
Loudon Reborm..................::0008 September 
Mid-Ohio Hammerlock ................ October 


Ontario National 0.00.00... .. January 
Psych-Off at the Superbowl ........ October 
Riverside Road Race National ....December 





San Jose National... January 
Summer Lightning Hits 
Albuquerque -i.i October 


There Is Only One First Place .... August 
Twenty-Four Hours at 

Nelson Ledg6s................0...0065 December 
The Annual Transatlantic 

Family ;Fights.. in eee 
The Bastard Qualifier a 
The Mint 400............... ay 
The San Jose Mile ......... 2 
The September San Jose............ December 
U. S. Motocross Grand Prix ........ October 


Features 





After The Fall... August 
Baja Can-Am Special .................. April 
Beyond Racer Road: 

One Good Season... January 
Beyond Racer Road: Plucking 







the Stradivarius String.............. September 





Carrying Things.. .. June 
Catalogs: -a.e January 
Christmas Possibilities ...December 
Dirt: What to Bring ...... ...October 

What to Ride .... ...October 

What to Wear........ ...October 
Double Time Express ......... ...February 
Honda: The Human Factor ..December 
Honda Six-Day CR125 2.0. October 
Jack Murphy’s Q-Ship Supreme April 
Malcolm Smith Fanny Pack ........ November 
1924 ISDT: 

A Browne Day in History..........November 
1976 Pricing Guide ............. .. June 
Northwest Passage ......... ...October 
Notes From A Non-Donk ............ October 


Rister Boot & Leather Repair ...... November 
Tempest From A Teapot— 

Can-Am 175cc Water-cooled ..May 
The Cafe Enduro 






C & J Racing Frame 

Bill Bell’s Baja Bullet 

A Four-Stroke Maico 
The Euro-Books ... í 
The Fire Engine... aiee 
The Great Dirt Donk Expedition ..July 









MNE LONG TOULE E ha aE June 
The Rickman Hyphenates— 

CB750 R ZE ein e EA February 
The SAE Paper Route ... ...November 
The XLTS Maicos ........... .. June 
These Three? -2...00 February 


Joe Smith’s H-D 
Christenson-Gregory Double Norton 
Russ Collins’ Triple Honda 
Touring Accessories .... $ 
Trendy Terminology ....... -March 
Vignette: Jim Pomeroy .............:.. June 





How to make the world’s most popular fairing 
uniquely your own. 


In earlier features. | covered 
the purposes of a fairing and 
differences between types... 
and many things that distinctly 
separate the Windjammer from 
look-alikes. 

To begin with, | build only one 
basic fairing—the best. Other 
manufacturers may offer several 
models from a stripped down 
version up to a “deluxe” version. 
The Windjammer Ill starts as the 
best and goes on from there 
with a list of options that is 
unmatched in the business. 


First, the standard features. 
We give you more than anyone 
else. 

Beginning with the 
Windjammer Ill itself—now 
available in striking silver, as 
well as black or white. 

Standard equipment includes 
a 7-inch 50/40 watt sealed 
beam headlamp. Side 
reflectors, Clear Plexiglas® 
windshield. All hardware and 
wiring. 

There is absolutely nothing 
extra to buy. 

And the built-in storage 
compartments cary as much as 
many saddlebags. : 
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Options: 
Exclusive 
Windjammers lowers. 






Remember | stated that the 
purposes of a fairing are rider 
comfort and weather protection? 

A Windjammer Ill, equipped 
with lowers, gives you as much 
as you can get on a motorcycle. 

And lowers can be retro-fitted 
to the Windjammer II. 


More options. 


Tonneau covers provide snap- 
down protection for storage. 


Both include map 
straps; for 1976, the 
left-hand one now 
has a pocket for 
keys, sunglasses, 


etc. 


Third in a series < 
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Side lamps, which replace 
reflectors, are Class A running 
lights that make your bike more 
visible at night. 


Color Striping. 


For 1976, we now offer six styles of 
striping for the fairing itself, and 
for the Windjammer lowers. 

Four are reflective Scotchlite® 
colors that increase nighttime 
safety. Plus, striping in traditional 
BMW double-stripe form, and a 
special nonreflective red 
striping for Honda GL-1000 
and 750’s. 


Still more options 
and accessories. 


A quariz halogen headlamp 
with 60-watt high and 50-watt 
low beams, fits all Windjammers, 
and most motorcycles. using a 
7-inch lamp. It really lights up 
the road. 

Aircraft-tyoe snap vents, styled 
to fit flush into the windshield, 
pop open for summer riding. 

And a weatherproof cigarette 
lighter has a universal socket to 
accommodate emergency 
light, shaver, etc. 

For /6 BMW's we offer an 
adaptor ring that lets you mount 
the excellent BMW quartz 
halogen headlight in your — 


Windjammer 


Hippo Hands® which attach to 
handlebars in seconds, keep 
hands warm without gloves— 
yet allow easy access fo 
switches and controls. 

And Totes® 
rubber boots slip 
on easily; keep your NY 
feet warm and dry. 
Keep a pair in your 
storage compartment. 


The best there is. 
What should you get for your 
money in a fairing? 

Ultimately, only you can 
decide. 

But there’s no such thing as 
“As good as a Windjammer’ 
unless it is a Windjammer. 

In concept, design, materials, 
construction...we build only the 
best. 

Sure, the Windjammer Ill is 
expensive, But the best always is. 

In my next ad, I'll be discussing 
even more options and features 
thatmany.of you have asked for. 







Vetter 


The first to do it right. 
Vetter Fairing Company 
Rantoul, Illinois 61866 
(217) 893-9300 
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America battled 
e while an Italian 
named Gritti was playing Bpoller By Dale Boller 


THE ISDT 


ae 


© “HE’s AN ANIMAL,” Said Mike Hannon, who himself has 
obliterated entire forests, small mountains and motorcy- 
“cles ; by the score while qualifying for the ISDT and 
-winning National enduros. Hannon is an aggressive 
rider without much finesse—sheer strength and the laws 
of/physics keep his careening Bultaco upright. It’s easy 
to spot him—tall,.apparently out of control and viciously 
fast. He easily qualified for the U.S. Trophy Team. 

. In Austria Hannon found himself on the same riding 
number with an Italian named Allesandro: Gritti. Mr. 
Gritti contributed more to the outcome and color of the 
trial than any other individual. In fact he won the whole 
thing—no other rider had a better score. And here is 
- Hannon, the American pit bull, calling Gritti an animal. 
: ‘Which means Mr. Gritti himself has to be Godzilla. 


PHOTOGRARHYS DALE BOER 
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Dick Burleson. 


È ES f a Rens 
(Above) The Italian Allesandro. 
Gritti, known herein as Godzilla 
(Left) Overall view of the Rachau 
rocks, the Trial’s toughest spot. 








“His trail pace is unbelievable,” said Hannon, who 
rode with the Italian for 1016 miles. “I’d be all strung out 
on afire road, and he’d come by with both wheels sliding 
and both feet up—20 mph faster, but always in control. 
He did the same thing on pavement. That’s what got 
me—big dirt-track slides on the street. He never bobbled 
or got in too deep. | was scared for him at first, but later | 
realized he was a genius and it was natural. In tight 
woodsy sections | could keep up. | even passed him 
occasionally just to say | did it. But give him an open 
road and he was gone. No way | could keep up.” 

Gritti’s blistering trail pace didn’t make his Gold Medal 
any more valuable than Hannon’s, but the same pace by 
Gritti and other Europeans in the twice-daily special 
tests kept the cream of American teams struggling to 
hold down mid-pack positions. That was the irony of the 
Austrian Trial. A five-minute motocross twice a day 
superceded 7 hours and 170 miles of daily trail to 
determine the winners. How this happened is a function 
of ISDT scoring and the fact that this year’s trail sections 
were quite easy. 

Each day, a 170-mile trail loop is divided into twelve to 
fifteen sections and a rider is assessed 60 points for 
every minute he is behind schedule at the end of each 
section. He also receives one point for every second it 
takes to negotiate the special test. In Austria this was a 
twisting, turning motocross completed by most people 
in just under five minutes (300 seconds)—or about 300 
points worth, twice a day. A standing-start acceleration 
test down 200 meters of asphalt added another 50-or-so 
points to daily scores, so most riders totaled about 650 
points per day on the basis of special tests alone. The 
other ways of collecting points were in general insig- 
nificant. Therefore, if a rider accumulated no trail points 
by losing time between sections (usually the case in 
Austria because of easy trail terrain), the two special 
tests and a drag race suddenly become 650 times more 
important than seven hours of trail. 

Yet the trail is where a Six Day rider’s traditional skills 
are best evaluated—riding unknown. territory at speed, 
negotiating tough terrain, completing the famous four- 
minute tire change and simply finishing day after day. 

Moaned John Penton, who spent $60,000 to $80,000 
to field a U.S. Vase Team, “Our guys just aren’t moto- 
crossers.” His guys are fantastic trail riders, good me- 
chanics, and they’re mentally disciplined. Yet they 


Carl Cranke plunges down a hill in the twice daily special test. 
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= (Top) School kids flocked to the roadside 
during their lunch hour, and like all 
- Austrian spectators, smiled and waved. 
(Left) Three riders plod through mud alley 
-< -which appeared in the course four times. 
. == (Above) Yamaha's Chris Carter was the — 
only American to win his motocross heat. ` 
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finished a disappointing fourth because they lacked 
superhuman ability in one highly specialized skill. 

Six Day has changed from the times when a truly 
demanding course devoured half the field and five or six 
different special tests evaluated a variety of particular 
skills. Now it’s a painless trail ride between motocross 
heats. Only 13 people, or 4% percent of the 289 
finishers, lost course marks. Less than 11 percent of the 
total entry DNFed. 

Austria’s trail was quite easy for two reasons: first, 
land closure problems reduced the number of genuine 
dirt paths available. Therefore a lot of city streets, paved 
country roads and public dirt roads were used. And 
second, speed averages were kept low to prevent 
berserk riding on these public thoroughfares. It was 
rumored that the sponsoring OAMTC (an Auto Club- 
type group) visited Italy two years ago to witness a Trial 
first-hand and were so shocked by “racing in the 
streets” that they vowed to make sure the same thing 
didn’t happen in Austria. 

Picture this year’s Trial as a gorgeous ride through 
scenic Austria interrupted twice a day by a 5-minute 
motocross. Or a 4-minute and 24-second motocross if 
you’re Harald Strossenreuther, the West German 125 
ace who turned in the week’s fastest special test on his 
KTM. He even beat Godzilla on that single best ride of 
the Trial, but Gritti’s week-long average aboard his 250 
KTM was still fastest. 

The special test—which started on a farmer’s field, 
went up a mountain, through the corner of a forest, then 
to and fro on a hillside that was infested with thick mud 
and numerous jumps—wiggled for two miles within a 
stone’s throw of impound. Its tricky path, outlined with 
red and yellow ribbon, determined the outcome of the 
Trial. Every 15 seconds a man who had just finished 
riding 90 miles of trail had to ignore weariness and rama 
tool-laden, mud-covered motorcycle around the course 
as fast as he could. The Germans were better at it than 
anyone else, winning seven of nine classes and the 
World Trophy. Czechoslovakia and their fleet of Jawas 
were next-best by virtue of a Vase victory and second 
place in the Trophy contest. 

America had mounted its strongest team for the Vase 
competition—Dane Leimbach, Jack Penton, Tom Pen- 
ton and Carl Cranke—all of whom arrived at course 
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(Above) A broken 
arm didn’t stop 
Austrian Reinhard 
Knoll from taking 
home a Silver. (Right) 
Harold Strossenreuther 
set the Trial’s top 

: special test time on 
this KTM. (Far right) = 
One of the many 
paved roads. 





checks as much as 15 minutes early, and all of whom 
got out-motocrossed between the red and yellow rib- 
bons. They placed fourth out of 16 nations—a fine 
showing in absolute terms—but still several hundred 
points behind the Czechs, Germans, and Italians who 
filled the first three places. 

America’s six-man Trophy Team made quite a stir with 
the European press because it consisted of five different 
brands—two Pentons, a Rokon, Hercules, Bultaco and 
KTM—and a lady Team Manager, Marcia McDonald. For 
the two days that the team remained intact, it hovered in 
fifth and sixth place out of 15 participating nations. Then 
a main bearing on Kevin Lavoie’s Penton let loose and 

x the team began collecting the usual assessment of 
ie SA 15,000 points per day for a missing member. Our six-day 
tenth-place total was 61,994.6 points, compared to 312 
for Trophy-winner West Germany. 

Marcia McDonald’s limply-stated, “It was mechanical, 
what can you do?” belied her true feelings and the 
personal stake she has in Six Day. For several years she 
has helped operate a Junior ISDT program in New 
England that has produced several young Six Day 
qualifiers. She guided Kevin Lavoie through the Junior 
program and then managed. him as a Vase Team 
member for Ossa last year. His splintered main bearing 
was a dreary ending for both of them. 

John Penton had little reason to be exuberant either. 
He’s wanted a Trophy for America since the Civil War 
and he’s spent hundreds of thousands of dollars in 
pursuit of one. John was glum all week. First Lavoie’s 
main bearing, and then that damnable special test, 
pouring points on his American Vase Team twice a day. 
His son, Jack, had one terrific assault on the track that 
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stopped the clock at 4minutes, 38 sec- 
onds. But Godzilla Gritti ran a 4:26 on 
his try, so Jack still added points to 
the Vase Team total. 

That’s how team points are scored. 
The fastest in each class gets zero 
and his time is subtracted from every- 
one else’s to determine their points. 
This difference is totalled for each 
member of each team and thatis the 
team score for the day. If Jack Penton 
ran 4:38 (278 seconds) and Gritti ran 
4:26 (266 seconds), the U.S.Vase Team 
gets lumbered with 12 points from 
Jack Penton (278 minus 266). 

Here’s where good team strategy 
comesinto play. First of all, since each 
class is scored separately, it’s wise to 
avoid placing team members in 
classes full of particularly fast riders 
because their quicker times will build 
up points on everyone else. Therefore 
the West German Trophy Team con- 
sisted of three 100s, two 125s and one 
175—far away from the speedy 


*Fastest time of Trial. 


17500 ....4:49 0... Dane Leimbach 
25 OCC RNIA OORA Jack Penton ........... 
35000 ....4:47 ...... Carl Cranke ....... 












500cc 4:48 yee Stanislav Zloch... 












= Open.....5:23 ... Ladislav Gordos............ Maico... West Germany 3 EN SINE 
AN The Week’s Special Test Average For Best American In Each Class . Dennis Vandecar .. 
$ 175cc ....5:05 ..... Dane Leimbach ................ Penton ........Ohio . Don Cichocki... 
250cc ....4:54 ..... Jack Penton .... Penton i : aean gam 
SOUCC EDOS AnA Carl Cranke .... Penton l i Res ee 
$ ; 26. Harry Heilemann 
§00cc ...4:59 ...... Dick Burleson... iana Husky.......... By Ben Bowens 

















Fastest Single American Special Test 


. Carl Cranke .. 

. Frank Gallo... 

Penton.......: Ohio . Jim Hollander 
Penton ........ Ohio . Billy UnN 


Czechs, whose Trophy men ride 
250s, 350s and 500s. Also, the three 
Germans in the 100 class were so 
used to riding together, and so pre- 
cisely skilled, that they were able to let 
one member set fast special test time 
and get zero points, while the other 
two finished within 2 or 3 seconds of 
him. This strategy was clearly evident 
in the final motocross test as the three 
Germans led the 100cc pack in per- 
fect formation, making plenty of room 
for each other in the turns and having 
a fine time. At the finish, the second 
and third place men were 1.7 and 3.3 
seconds behind—for a total of only 
five team points. Even more team- 
work by the two West Germans in the 
125 class resulted in a .4-second 
spread. The final Trophy Team mem- 
ber in the 175 class ran away with his 
race and got zero points, so the team 
total for the day was 5.4 points. By 
contrast, the U.S. Vase Team picked 
up 234.9 points. 


. Tom Penton ... 


. Gary Younkins . 





500cc. ....4:46 ......Dick Burleson... Husky........... Tennessee . Malcolm Smith ... 

j . Dane Leimbach 

The Week’s Special Test Average for Each Class Winner Sherman orate 
50ce ....5:05 ......ErwinSchmider ........... Zundapp ....West Germany . Gary Edmond 
TOCNA Oona. Gerhard Haatz ....... Simson........ East Germany _ Mike Hannon 
100cc ....4:50 ...... Josef Wolfgruber .............. Zundapp ....West Germany . Jeff Gerber ... 
12500 ....4:44 ...... Harald Strossenreuther .... KTM ............ West Germany . Eric Jensen .. 
175cc ....4:44 .... Eduard Hau .... Zundapp _...West Germany . David Ashley.. 
250cc ....4:39 ..... Allesandro Gritti 0.00.0... KIME ae Italy - Lars Larsson 

350cc ....4:51 ...... Heino Buse... -KTM . West Germany : Feria A 


..Czechoslovakia 


ONEA eee Se ae 
RRORRSCANDARONASCHONDARON= 





Fastest Time In Motocross Test 28. Charlie Bethards ...... 
50cc ....15:50 ....Erwin Schmider «0.00.00... Zundapp ....West Germany 29. John Fero... 
75cc ....14:53 ....Gerhard Haatz ...... .Simson........ East Germany 30. Stan Rubottom 

100cc ....14:50 .. Josef Wolfgruber _Zundapp ....West Germany a ety 
125cc ....13:29 ... Jurgen Grisse.. _Zundapp ....West Germany Bau KSA Maahe aa ate 
175cc ....12:51 Eduard Hau .... Zundapp ....West Germany 34. Larry Thompson ese 
250cc ....12:36 .... Walter Leitgeb RUCK Auer Austria 35: Kevin Lavoie A 
350cc ....12:34 .. Josef Cisar ...... zi 1.1... Czechoslovakia 36. David Hulse .. 

500cc ....12:34 .... ei aNaWaa sae: Czechoslovakia 37. Ron Lamastus ..... 


West Germany 
































Another clever bit of West German 
strategy was to run a “jammer” 
against the Czechs. He was an ex- 
tremely fast rider sacrificed from the 
Trophy Team to enter the 350 class 
instead. Here it was hoped that he 
could set fast special test times and 
therefore put points on the three 
Czech Trophy riders in that class. The 
man was Heino Buse, a GP moto- 
crosser managed by the West Ger- 
man KTM importer. Buse blasted his 
350 KTM to a zero score on three 
different days and added nearly 125 
points to the Czech total of 383.8. 
Since West Germany only won by 
71.8 points, the importance of Mr. 
Buse cannot be understated. 

Gritti had an even more devastating 
effect on the Czechs. He dominated 
the 250 class, where Czech moto- 
cross star Jiri Stodulka was expected 
to zero the special tests and put 
points on everyone else. Instead, 
Gritti put points on him and iced the 





SPECIAL TEST RESULTS Fastest American Time In Motocross Test 
p 175c0 ....13:39 ....Mike Rosso... Hercules ....Pennsylvania 
Beep ponlasuclngl: opecialitest Recorded 250cc ....13:11 ... Malcolm Smith . __Husky......... California 
50cc ....4:47 ...... Erwin Schmider ................ Zundapp ....West Germany 5 TAR 
j 350cc ....13:21 ....Carl Cranke ..... -Penton ........California 
ees SESS CUE: 500cc ....12:53 ....Dick Burleson Husk Tenness 
100cc eseeheelevakia ...12:53 -Dick Burleson.. usky.... essee 
125cc West Germany. 
175cc ....4:26 West Germany. AMERICAN RIDERS’ SCORES 
250cc ....4:26 Italy Position 
350cc ....4:33._... Josef Cisar Czechoslovakia Name Brand Score In Class Medal 
500cc ....4:31 Czechoslovakia . Dick Burleson... 360 Husky <... 3985.98 oo 4. Gold 
Open ......5:05 West Germany . Jack Penton . -250 Penton.......... 3995.5 ...... 10 .....Gold 






11 Gold 
16 .....Gold 
12 Gold 
18 .... -Gold 
.20.......Gold 
13 Gold 
21 Gold 
11 .....Gold 
.23 ......Gold 
21 Gold 
-34 ......Gold 
-35 .....Gold 
39 Gold 


4010.4 .. 
» 4066.1 .. 
4118.9 .. 
4127.8. 
-4131.3 
~4132,.4. 
4133.3 :: 
4143.6 
ANTONS 
-4180.2 
4224.5 .. 
4231.6 .. 
4239.2 . 
4245.1... 
. 4250.5. 












































'DNE/disqualified 
DNF /main bearing 
.DNF/accident. 


1250 Ossa_........ DNF/axle broke 
*Allesandro Gritti’s Trial-winning score was 3786.2. 











German win by single-handedly 
dumping 158.7 points on the Czech 
Trophy Team—an amount equal to 41 
percent of their total score. 

Late in the week a rumor popped 
up that Gritti had cheated. If a protest 
by the Czechs resulted in his dis- 
qualification, they would win the Trial. 
It seems the speedy Italian may have 
ridden more than one motorcycle in a 
scheme contrived to facilitate illegal 
repairs on his official bike. Early in the 
week several KTMs lost gearboxes 
when pins began coming out of 
shifter mechanisms. For years these 
pins have been installed by hand at 
the KTM factory, and they never hada 
record of failure. However, to speed 
up production, KTM contracted the 
job to Rotax, an Austrian firm which 
built a machine to install the pins. 
Apparently the hand-assembled 
pieces had a much closer fit because 
only pins from the new shifters 
worked loose. The first failure struck 
Gritti’s teammate Elia Andrioletti, an- 
other contender for the overall win. 
Fearing the same fate for his own 
gearbox, Gritti may have slipped into 
the woods, climbed on a ringer while 
his shifter was being replaced and 


FINAL RESULTS 
World Trophy ~ 
West Germany... aia. 312.0 
Czechoslovakia... 383.8 
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switched bikes again later in another 
hidden hollow. Evidence to support 
this conjecture includes testimony 
from persons riding close to Gritti’s 
minute who sensed something was 
fishy, and the existence of a duplicate 
Gritti motorcycle complete with the 
same decals and license number. 
(Photographs were taken of the two 
bikes together at a checkpoint.) 
Whether Gritti actually cheated will 
never be proved because the Czech- 
oslovakians ignored the evidence and 
didn’t protest, preferring to win on the 
racetrack rather than by default. 
Gritti, if he did cheat, wasn’t the 
only one. Sadly, elaborate and cun- 
ning plans for sneaking fresh parts 
onto motorcycles often replace care- 
ful preparation as the means of earn- 
ing a medal. As Carl Cranke once 
said, “There’s no such thing as an 
innocent bystander at the ISDT.” An- 
other American quipped, “Anyone 
able to stay broken for longer than 
five minutes should have gotten a 
medal. That was the hardest thing to 
do all week.” Indeed, there were 
dozens of non-entrants on the course 
with knapsacks full of something 
other than knap. Enforcement is swift 


MOTORCYCLES 
Entered 


Brand 





Totals N AAE 35: 


when the blaggards are caught, but 
few are discovered because 170- 
miles of trail simply can’t be policed. 

As individuals, the 37 Americans 
who rode Austria did quite well. Dick 
Burleson did best of all by placing 
fourth in his class and topping the 
U.S. scores. Going into the last day’s 
MX test, he trailed both Tom and Jack 
Penton, who were only 1.7 seconds 
apart for the week and 20 seconds 
ahead of Burleson. Bad starts by the 
Pentons and a rocket ride by Burle- 
son made the Husky enduro king first 
overall by 9.6 seconds. Twenty-nine 
Americans earned Gold Medals, 
which means their individual scores 
were within 15 percent of the class 
winners’ scores—no easy trick 
against berserkos like Godzilla. 

This was the first year our Trophy 
Team didn’t ride six Pentons. John 
Penton felt he stood a better chance 
to win in the four-man Vase competi- 
tion, and since no single manufac- 
turer stepped forward to support a 
Trophy Team, six individuals on five 
brands were tossed in a pot and 
handed to Marcia McDonald. All won 
Golds except Kevin Lavoie, who 
dropped out with his main-bearing 
failure. Lars Larsson, an Amer- 
icanized Swede who works for 
Torsten Hallman Racing, rode a 250 
KTM to his fifth ISDT Gold in eight 
tries. Connecticut Rokon rider Jim 
Hollander won his first Gold in four 
attempts after Rokon pulled their sup- 
port at the last minute (Hollander al- 
most had to stay home). Billy Uhl 
breezed to his fifth Gold aboard a 250 
Hercules with help from ace German 
support crews. Penton’s Gary Youn- 
kins earned his second Gold Medal in 
two tries on a 400cc Cross Country 
GS. And of course Mike Hannon on a 
250 Bultaco dueled with Godzilla and 
the novice jitters to take the top medal 
in his first try. 

All four Vase riders easily won 
Golds and the Penton threesome of 
Carl Cranke, Jack Penton and Tom 
Penton was the top U.S. Manufac- 
turer’s Team. The Hercules, Yamaha 
and Bultaco Manufacturer’s Teams 
all finished three riders on Gold also. 

Next year in Czechoslovakia it’s 
likely that various trails in between the 
special tests will determine the Trial’s 
outcome. Hopefully, our best team 
won't have to be anchored by Brad 
Lackey and Jim Pomeroy to stand a 


chance of winning. © 
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EVERYBODY 


Hooker builds exhaust 
systems for the man who 
really knows “high 
performance”. He 
appreciates the difference. 
Smooth, mandrel bends, 
highly polished deep 
chrome, custom fit 
providing maximum leg 
and lean clearance, the 
deep disciplined sound. 
And, of course, all the 
extra horsepower ina 
broad, useable power 
curve. And he knows that 
real performance comes 
only through experienced 
designers with 
sophisticated equipment 
and plenty of time for 
testing. That’s the way 
Hooker builds the world’s 
finest exhaust systems. 
And has been for years. 
Hooker systems are ready now 
for the new Hondas, Kawasakis, 
Suzukis and Yamahas. 


And all Hooker products 
are built for perform- 
ance, even their skate- 
board suspension sys- 
tem. That’s right. Witha 
mT) with i simple adjustment, 
IAT 4 Mi l Hooker's suspension 
Hi l bl Mh system can release the 
j Nie energy of a flex board or 
f enforce the stability of 
a rigid board. Or, for the 
ultimate skateboard 
choose the fiberglass 
Hooker Tune Flex 
complete with double action trucks and urethane 
wheels. Hooker skateboards may not be available in 
your area yet. So order direct, sight unseen, and know 
you'll get the best iust because it’s fram Hooker 
Yes, | want the best. Send me a Hooker. 
24” Hooker Tune Flex Board: 
—__ $58.40 Yellow: $59.40 Rainbow 
27” Hooker Tune Flex Board: 
— $59.40 Yellow: $60.40 Rainbow 
$19.95 Suspension System __24” __27” 
Undecided? Send $1.25 for information on all Hooker 
products My weight is. 
















Name 
Address 
City State Zip. 











— Master Charge: ___BankAmericard 


Card # Exp. Date 





Signature 
Enclose check or money order payable to Hooker, 1032 
West Brooks St., Ontario, Calif. 91762. Freight included. 
California residents add 6% tax. Offer void where pro- 
hibited. Sorry, no C.O.D. Cc 
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LETTERG.................... Continued from page 7 


thought that was the only way to fly. 
Nothing maddened me more than hearing 
a 2-banger go rattling by sounding like a 
cherry bomb inside a tin can. | recall one 
dealer who pasted yellow stickers on the 
fenders of his Suzuki stock which said, 
“This Machine Eats Hondas.” As | recall, 
my impression was, “Yeah, | always heard 
Suzuki sucks.” 

| kept this attitude until 1972, four years 
and three Hondas after first getting my 
license. After thoroughly rebuilding my 
CB-350 into a bored-out, over-cammed 
street monster, | began to undergo a 
change. Cams, cam cases, valves, 
springs, rockers, chains, tappet adjust- 
ments, chain tensioner adjustments, the 
list goes and goes, and | became more 
and more disenchanted with the Rube 
Goldberg mechanism known as a 4- 
stroke engine. Also, | had been reading 
reports in magazines about the big Suzuki 
500 Titan and how reliable it was. 

That summer | persuaded my brother to 
buy a new T-500J. Indeed it proved to be 
what we expected. It never competed with 
the Saturn 5 booster at the Cape, but 
neither did it spend much time with a 
screw driver poked in one of its holes. The 
only real maintenance we ever pulled was 
to decarbonize the heads as per the man- 
ual instructions, and we both came to the 
conclusion that the manual was crazy. 
The 500 engine was as clean after many 
thousand miles as my 350 had been when 
| tore it down for modifications. We used 
“Golden Spectro” synthetic/petroleum 
blend and it seemed to pay off in un- 
paralleled clean running. The only real 
crud was in the tail pipe baffles. 

The next year, 1973, | parted with 
$1475.00 and rode home on a big blue 
GT-750K. Again, no break-neck perfor- 
mance, but one devil of a comfortable, 
reliable tourer. lve never been sorry. By 
self-tuning the oil pumps, you can reduce 
smoking to 4-stroke levels, and the large 
displacement 2-strokers sound quite 
pleasing, and are even less noticeable at 
cruising speeds than 4-strokes. 

Now to the point of my letter. Suzuki is 
now taking the long-feared plunge into 
the 4-stroke market, and don’t take me 
wrong; | like 4-strokes. My car is a 4- 
stroke; | used to fly 4-stroke airplanes; 
they are good engines. But. . . SUZUKI! 
Don’t forget who made you what you are! 
There are thousands of us out here who 
love 2-stroke bikes. Why do you think we 
bought Suzukis? Trust us, it wasn’t be- 
cause we thought the name sounded 
good on our jackets. 

From what I've seen, the new Suzuki 
Fours are quality bikes, but to me they 
look like another bunch of cams and valve 
mechanisms. If | really wanted a 4-stroke 
I'd probably get a Gold Wing or maybe the 
RE-5. Sure, we all know that the GT series 
is still around, but for how long? And | 





already own the top-of-the-line GT, so 
what does Suzuki have in store for me 
when | want to move up to a 1000??? | 
think | know. 

From what reports I’ve heard, Suzuki is 
going to release a 4-stroke 960cc touring 
bike. Just great! Maybe l'Il get one some- 
day. My question is this: What happened 
to the four cylinder, 2-stroke GT-1000 that 
the factory has been working on for the 
last four years? | suppose it will get a place 
in the back of the warehouse to spend its 
waning years comforting lonely spiders. 
Oh, the shame of it all. 

It has always been a see-saw with the 2- 
stroke. You either get one that was peaky 
as Everest, gobbled fuel, but outran any- 
thing that even hinted of valves, or you got 
a mild-mannered limousine that did every- 
thing well, but nothing great. Then along 
came Yamaha to the rescue with their GL- 
750. God, how | drooled looking at it. Four 
lovely cylinders, 2-stroke engine, liquid 
cooling, FUEL INJECTION!!! What? You 
never saw one? Small wonder. Like the 
Suzuki GT-1000, | doubt you ever will. 

| can’t understand why 2-stroke man- 
ufacturers never got it all together in one 
machine. One has this, another has that, 
but never all at once. I’m afraid we're all 
going to see the 2-stroke road bike up and 
die unless drastic changes are made, 
soon! Since | don’t own a multi-million 
dollar cycle factory, | feel somewhat hum- 
ble giving advice, but here goes: Suzuki, if 
you want to make a bike custom-designed 
just for me (and a couple of thousand 
others like me), take that GT-1000 out of 
the spider webs, make damned sure it’s 
beautiful (good tank and lines), rip those 
wornout carburetors off and install fuel 
injection like Yamaha did on their GL-750, 
give us 3 disc brakes, four pipes, and then 
for a finale, offer it in a touring version and 
a sport version. The tourer should have a 
5-speed transmission and broad power 
curves; the sport should have a 6-speed 
and be peaky as hell. With 1000ccs you 
can afford to be peaky; who’d care? What 
more can | say? Trust me. We'll buy them. 


David R. Chenault 
Mount Sterling, Kentucky 


SPARES AND SPLITS 


| recently purchased a Milwaukee V 
Twin, the 1000cc variety. On the way 
home from the dealership it began to 
make funny noises. | began to suspect 
something when | drove through the park- 
ing lot of a shopping center; the bike 
seemed to pull strongly to one side—the 
side the bowling alley was on! 


Box Brunch 
Columbus, Ohio 








Address correspondence to: Cook Neil- 
son, “Letters,” CYCLE Magazine, 780-A 
Lakefield Rd., Westlake Village, CA 91361. 
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@ TECHNOLOGICAL LEADERSHIP IN MOTO- 
cross changes hands faster than hot 
parts at a swap meet. Most everyone, at 
one time or another, has had their bike 
lauded “the best’”—Husqvarna, Bultaco, 
Maico, Yamaha, Honda, and other names 
long since gone from the motocross 
scene. Suzuki's new B-model RM 250cc 
motocrosser is the latest machine to con- 
tend for the title of “the best.” 

Suzuki's recent development policy is a 
complete turnabout from the traditional 
Japanese business philosophies we ob- 
served during the last decade. Their prod- 
ucts, whether street or dirt bikes, have 
often remained devoid of major changes 
for years because of the large production 
runs necessary to make comparatively 
low-cost machines highly profitable. This 
has been effective for long-term street 
bike buyers and devastating to European 
manufacturers. However, it has not been 
terribly successful with dirt bikes—es- 
pecially motocrossers. 

The European manufacturers have al- 
ways been a half-step ahead of the 
Japanese in dirt bike technology. Smaller 
production runs by the continental firms 
allow for improvements and changes to 
be made on the line with most model 
series. The Europeans’ ability to make the 
ever-so-important small improvements or 
correct problems on a day-to-day basis 
has kept them in the forefront of 
motocross. 

It is probable that Suzuki learned much 
more than state-of-the-art racing secrets 
while campaigning for world champion- 
ship titles. The profit-making motive of 
racing is meaningless if reasonable 
chunks of technology can’t get to the 
production ‘line quickly. Suzuki’s experi- 
ence with the old TM-series, which -sel- 
dom changed and seldom sold, -taught 
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them a hard lesson. Information on the 
limited, or controlled, production of the 
European concerns was probably re- 
turned to Suzuki’s product development 
department along with the used Grand 
Prix championship bikes. 

No Japanese manufacturer has made 
model-to-model changes comparable 
with Suzuki’s alterations to their RM se- 
ries. Their RM125 is but in its second 
year, yet three completely different mod- 
els have been produced—each substan- 
tially different and better than its 
predecessor. The RM250A is hardly a 
veteran of one very successful season, 
yet it has been superceded by a radically 
different B-model. Visually (like the 
RM125s) the RM250B appears the same 
as the A-model, but the changes made to 
the 1977 machine are so significant that it 
must be thought of as an all-new machine. 

The RM250B powerplant is completely 
different from the A-model, which used 
accepted Japanese standard over-square 
70mm bore and 64mm stroke dimensions. 
Suzuki has made the B-model engine 
undersquare with a 67mm bore and 
70mm stroke—the same measurements 
used in Maico’s 250. This change involves 
new cylinder castings and sleeves, port 
positioning, pistons, rings, piston pins, 
connecting rods, and crankshafts. 

By stroking the 250 engine there is 
potential for improving efficiency by re- 
ducing thermal heat build-up and increas- 
ing useable port areas. With a smaller- 
diameter piston there is less crown area 
(by around 8%) exposed directly to com- 
bustion chamber heat. With the longer 
stroke there is an increase of approx- 
imately 5% in the cylinder’s swept area 
and room for a corresponding increase in 
port areas without increasing the port- 
open duration, which would tend to nar- 
row the power band. Suzuki did use the 
longer stroke to get a 1.5mm taller ex- 
i haust port, at almost exactly the same 
Chain adjustment and rear wheel removal are straightforward timing, but actually shortened the intake 
tasks. Brakes work well. Tensioner is multi-positional. and transfer periods. 

The rear transfer ports of the stroker 
cylinder have been angled up to improve 
the flow pattern in the taller combustion 
chamber. By removing the aluminum 
bridge in the tunnel running from the 
crankcase to the side port windows, 
Suzuki has reduced fuel/air flow restric- 
tion to the main transfers. This single 
trough feeds the two side transfers, while 
smaller tunnels run up to the rear boost 
ports. The same case reed valve and 
36mm carburetor are used in both old and 
new engines. 

The B-model piston has a larger recess 
cast-in at the pin bosses, as well as new 
lightening holes. The new pistons are Naa. 
substantially lighter because of the B- 
: model’s smaller diameter, although both 
a ; Re-designed air box makes filter changes easier but A- and B-pistons are the same height. 

y still a time-consuming chore. Air filter is oiled foam: With the B-model-Suzuki has selected 


JANUARY Tor tee ; y 

















70 


Suzuki RM250B 
Test Conditions: 
Barometer 29.80 
Temperature 
68°F Wet 78°F Dry 
Correction Factor 1.050 
As Tested on the 
Webco Dyno 
9/30/76 
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SUZUKI RM 250B 


Price, suggested retail 
Tire, front 3.00-21 in. Bridgestone 
4.60-18 in. IRG G.P.R. 

5.12 x 1.0 in. (130 x 28mm) 
5.91 x 1.14 in. (150 x 29mm) 
38.86 sq. in. (250.65 sq. cm) 
Piston port/crankcase 

reed two-stroke single 

67 x 70mm (2.64 x 2.76 in.) 
246cc (15 cu. in.) 


Brake swept area 
Engine type 


Bore and stroke 
Piston displacement 
Compression ratio 
Carburetion 

Air filtration 

Ignition 


1-36mm Mikuni 

Oiled polyurethane foam 
Internal Rotor, CDI 
31.79 @ 7500 

22.96 @ 7000 
30°/126mm (4.96 in.) 
8.0 liters (2.1 gal.) 
900cc (0.9 qt.) 

Spur gear 2.727 (60/22) 
# 520 Roller 

chain 3.846 (50/13) 

(1) 21.77 (2) 18.35 (3) 14.18 
(4) 11.59 (5) 9.58 

56.75 in. (144cm) 

37.25 in. (94cm) 

11.0 in. (28cm) 

229 Ibs. (103.9kg) 

429 Ibs. (194.6kg) 


Torque @ rpm 
Rake/Trail 

Fuel capacity 
Transmission oil capacity 
Primary transmission 
Secondary transmission 


Gear ratios, overall 


Wheelbase 

Seat height 
Ground clearance 
Curb weight 

Test weight 
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A- STUFFER BAG — 10” diameter, 
17” long. Holds two-helmets A 
CYCLE LUGGAGE an piloting KRES separe; 
ree-snap flap. He: 
slings. Red, Yellow, iar Black $9.95 


RAIN-PROOF 





TWO WAY INTERCOM Talk while touring. Clear, effortless conversation at normal tones, no 
more shouting, pounding or hand signals. All plastic, non-electric, no maintenance. Adjusts 
to all helmets, easy to disconnect. Works hands-free. 
Lightweight acoustical tubing, each set only 2 oz. seers: 

$9.95 pr Ae ‘wae 


HONDA-YAMAHA-KAWASAKI 
pla palate 











C-SUPER STUFFER— 21” long, 
12” diameter. All features, plus 
“piggy back” pouch. 

Red, Yellow, Blue, Black 


$13.95 


B-TANK BAG Straps to 
gas tank; 12”x10”x6” 
Topside map pocket and 
personal effects pouch. 
Heavy-duty sling for take- 
along convenience. 

Red, Yellow, Blue, Black $14.95 


COMPLETE SET All three bags in 
matching colors. 
Red, Yellow, Blue, Black. $38.00 





























HELMET SPEAKERS Weatherproof 
remote speaker mounts on rear of any 
helmet. Fits earphone jack of standard 
transistor radio. 2%” x 14%” 

includes cable connectors $8.95 











SISSY BAR CARRY-ALL LUGGAGE Fits all bars, 
on-off in a jiffy. Double lined, heavy duty 
vinyl, full zipper enclosure. Waterproof. 2- 
strap carry-handle, use as hand luggage. 
22” high. Black or antique brown. $29.95 





















NEW! FUEL GAUGE Fits all 
a Honda flip cap models: all 

NEW GAS CAP LOCK For all years. Also Yamaha '75's (road) L 

~ Honda flip cap models, all and Kawasaki '75’s (road). 
years, Can be used with new Easily installed $14.95 
fuel gauge (Honda only). 
Heavy duty. 2 keys. Easy to 
install. $9.95 




















CYCLE COVERS Form fitted, 
protects against all weather. 
Heavy gauge, cloth 
backed. Resists muffler 
heat. Contoured to 
all accessories, 
With tie straps. 


Bike shown includes 
sissy bar & pad, 
windshield & fairing, 
luggage rack and 
saddle bags. 
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COIN & BILL HOLDER Quick access for 
tolls, parking, etc. Holds over 20 coins 
— nickels, dimes, quarters. Out-of-view 
bill holder. Easy, secure snap-on-off 
attachment on handlebars or anywhere. 
Sturdy, light-weight metal. For all bikes. $11.98 















4956 For 175cc $15.95 
& smaller rad For 750cc & smaller $21.95 
#958 For 360cc $19.95 F964 w/ndehid $24.95 


$24.95 
& smaller #966 Sissy Bar & Wndshld $29.95 


#970 For 1000cc $29.95 
#972 w/Sissy Bar 330: 95 
. #974 w/Wndshid $30.95 
#976 Sissy Bar & Wndshld 3949 95 


NEW! COTTER PIN Fits all. Just pull 
out, adjust chain, snap back in. $1.50 






dress up and 
., protect your 
< gauges. Fit 


a Specify model. 
Set of two$14.95 






| 
White 100% cotton, with blue neck 
and armtrim, has eye-popping, 
multi-colored (red, blue, yellow, 
orange, green, black) giant eagle 
print on back; with yellow-black 
Honda wing on upper left front. 
Completely washable, colors will 
hold their brilliance for the life 
of the shirt. Adult sizes S-M-L-XL; 
child 10-12; 14-16. Also available 
with Eagle on front, back plain. ? ; 
BACK Eagle — $4.95 SHORTY HELMET highest quality 
FRONT Eagle— $4.50 Fiberglass, nylon safety chin strap 
TANK TOP (front eagle only) $5.95 full styrofoam lined. 120° 
peripheral-vision. Surpasses 290.1 
specifications. Sizes S, M, L, XL. 
White, Gold, Blue, Green, Red. MINEOLA MAX HORN 
Give 1st & 2nd choice, 


Ear-piercing sound from 
$19.95 Two for $29.95 chrome-plated high output 


horn. For safety, replace 
your original horn, Fits all 
Hondas and other bikes 


























UNIVERSAL SADDLE BAGS Fit almost all bikes, over or 
under seat. Easily removable for carrying. Large ca- 
pacity. Durable Black or Brown Vinyl. 


Set ot two $13.95 (Black or Brown Leather $19.95) 





“RANGO” SADDLE BAGS For on or off bike. Double duty 
bags fit under seat, over seat, over shoulder. Heavy 
duty Naugahyde with chrome ‘plated hardware, heavy 
rivet reinforced, Tie down strap assures snug fit. 

Each bag 12” wide, 11” high, 47%” deep. Great 
innovation for free & easy travel. Set ot two $19.95 


Black or Brown 


SAF+T-RELEASE 


for HELMET All 








Quick release that works like a miniature 








AUXILIARY RUNNING AND STOP LIGHTS MOTOCROSS GLOVES Simulated leather i Apparel & Accessories 
MINEOLA TOURING SEAT The ultimate! Maximum Dual purpose lights that mount directly to tail light in black. 4 sizes S,M,L,XL. seat be Dae rey aus your 
comfort, tops in style. Covers helmet holders an assembly. For extra safety. Fit all Hondas. Set $17, 
wires on late model bikes. Black or $17.95 Pr. $4.95 2pr. $8.49. g a 
Dark Brown. $84.95 : > ate NEW HONDA 
Also available with 14” steel reinforced : EOLA CUSTOM SEATS MINEOLA MARQUIS SEAT Covers helmet holders i 3 
back. $99.95 MINEOLA on late model Hondas. 14” steel reinforced back. £ . EAGLE PATCH 












For Honda GL1000, 1” to 3” lower than standard. Black or Eye-catching, finely 
750KG-S00-S50K/ Fy”. M EBASTEA detailed 7-calor embroi- 
450, 400F, 360, 350F, EN ) brown body, siker ne 
350K4/G; Yamaha B and legs, yellow talons 
500 (74 & later); and hiar a H NDA on 
Kawasaki 400 (twin), Base ranon or sanon, 
Kawasaki 900 (’75 & Two sizes, 

earlier) Durable : Giant Back Patch 
Naugahyde. Fit custom (0 oe > ATNA 8” span, 10” high S68 
or stock. Hinge like . r : f EE $8. 
stock seats. lees = e O 312" span. 5” high 

FREE GIFTS to all No. 81......... $3.49 
out-of-town visitors 


NOW PHONE YOUR ORDER TE RAG Pe Ai oie AALE EAA, 


TOLL FREE uz: [HONDA of MINEOLA inean > 

























































































800 645 6066 ] (516) 248-5775 
ic me NAME 5 o 
. except N.Y., Hawaii & Alaska | o = 
NEW ELASTIC RIDING BELT. ADDRESS ori 
COMFORT CUSHION GRIP Fully adjustable with 3 buckles for maximum or call 516-248-5775 = & 
For Hondas. Soft rubber compound, back and kidney support. Zinperea change l CITY = STNE ZIP es 
«cushion design gives added com- pouch. 4 sizes: S-M-L-XL . . . $11.49 NEW 1976 CATALOG wg 
fort, better control. X $ 1 Year Model # Serial # BE i 
Black only. Set of 2 $3.29 and Cycle Sound Record $ == 2 |g 
($1.50 by Air Mail anywhere in the world.) QUAN. ITEM ‘SIZE ]COLOR eee! oo = Z 
i ama | |l y gl 
orders = 5 S 
over $5 5 = z 
a S 
5 A w E 
Ar a 3 
; ‘ NEW CYCLE SPAT No more ruined < a | zS S2 
MINEOLA CRUISE CONTROL Effortless shoes! CycTe wing protects against CS ) y Ox as 
throttle control. Eliminates fatigue, wrist abrasions, scuffing, indenting. One =< P N.Y. State residents add 7% sales tax. Add 5% shipping os dž 
pains. Quick, easy on-off installation. ace is all. ‘Genuine leather las ie (Minimum 75¢) Z5 ERA 
i ral r, 3 
Fits all cycles. $2.49 tie traps Etra f Strep || © Speciet Handing & Owy $160 additional (optona) TOTAL o0 
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tapered Keystone-type rings instead of 
the conventional-style items used last 
year. At the bore face the Keystones are 
slightly thicker (1.2 verses 1.04mm) and 
they are narrower (2.6 verses 3.0mm) 
than the old rings. 

The internal-rotor capacitive discharge 
ignition systems of the old and new mod- 
els appear the same, but aren’t. The key- 
way slot on the crankshaft taper has a 
new location to match the B’s more ad- 
vanced timing specification. The A-model 
is statically set at 3.31mm BTC; the B- 
model fires at 3.62mm BTC. Suzuki has 
altered the performance curve of the 
latest electronic ignition. The old system 
advanced from approximately 12 degrees 
BTDC at idle to 21 degrees at peak torque 
rpm (approximately 5000 to 7500 rpm), 
then dropped off to five degrees at 
10,000. The new ignition has a similar 
curve with a more severe drop-off beyond 
peak torque speeds. This in effect acts as 
a RPM-limiter to prevent over-rewving. 

The RM250B is the first stock Japanese 
250cc motocrosser to produce over 30 
bhp on Webco’s dynamometer. The 
horsepower and torque curves of the B- 
model indicate that Suzuki has accom- 
plished exactly what they desired—more 
mid-range torque over a wider rpm span. 
The B-model engine averages 20 or more 
lbs/ft torque from 6000 to almost 8000 
rpm; the A-model produced about two 
Ibs. /ft. less in a 1000 rpm narrower range. 
The RM250B does not make power com- 
parable with the Can-Am (MX-2 or GP) but 
it is only one-tenth shy of the Penton MC- 
5's 31.87 bhp reading. While the RM uses 
engine dimensions identical to the 250 
Maico’s, it produces considerably more 
power. The power curves of the B-model 
are strangely near-identical to the MC- 
5’s—an engine with a radically over- 
square bore/stroke ratio. 

Suzuki was adamant that we use Cas- 
trol R castor oil in the RM250B. With the 
A-model any oil was fine. Webco’s dyno 
did indicate one possible reason for using 
castor: heat. Between 7000 and 8500 rpm 
(the B-model engine would not make 
useable power past 8500) the heat rise 
was dramatic. The spark plug thermocou- 
ple read 500° at one point. Of more con- 
cern was the engine’s reluctance to cool 
rapidly, sometimes taking a full minute to 
get back under 400°. The engine was not 
reluctant to make power; it just got alarm- 
ingly hot at peak torque rpms. The jetting 
was marginally rich and the timing was set 
to factory specifications. We have en- 
countered overheating and cooling prob- 
lems with most of the Japanese big-bore 
engines. This was the first 250 which gave 
us this difficulty—but then again the 
RM250B makes markedly more power 
than any of its Oriental peers. 

The Suzuki starts easy enough, usually 
a one- to three-kick affair. When cold the 
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lightly-sprung choke knob must be raised 
and twisted, then dropped a few moments 
after the engine fires. The knob, a slender 
knurled shaft, is awkward to use at best 
and near impossible when wet or muddy. 
A return to the old lever-type choke appa- 
ratus would be an improvement. 

The first time the throttle is cracked full- 
open we found that the new, longer (by 
1 %-inches) silencer was not designed to 
reduce noise. It was probably a tuning 
consideration for the new engine, since 
the same expansion chamber has been 
retained. Throttle response is, like the old 
engine, instantaneous with a minimal 
amount of inertia restriction from the tiny 
internal-rotor magneto. The engine pro- 
duces markedly less vibration than the A- 
model. Whether by accident or intention 
Suzuki's new engine configuration is bet- 
ter balanced than last year’s. 

The entire A-model driveline has been 
retained without any changes. After a 
year of using and abusing an A-model we 
can attest to its relentless durability. 
Through a season of numerous races, 
thousands of tough miles and project 
testing, only the clutch plates have re- 
quired replacement. A minor mid-year 
modification was made to some of the 
gear dogs and ears, which were given 
slightly more bevel angle to improve en- 
gagement. Of all the Japanese 250cc 
motocrossers, the RM Suzuki has thus far 
proven to have the most durable transmis- 
sion and driveline. 







Since the new chassis assembly has 
the same geometry and basic dimensions 
as the old, it sits just the same: tall. With 
over 8⁄2 inches travel front and rear the 
RM requires abundant ground clearance, 
which results in a high saddle position. 
While the RM has a tall stance it is hardly 
noticeable once aboard. The RM has a 
very comfortable seating position and an 
exceptionally nice standing position. The 
shape of the handlebars is ideal and ac- 
commodates virtually any rider style when 
adjusted forward or back. The weight 
difference between the old and new bikes 
is two pounds. 

The frame is more affectionately than 
accurately called chrome moly. Tech- 
nically the tubing may have small portions 
of chrome molybdenum, but any heli-arc 
welder will confirm that the metal is closer 
to water pipe than chrome moly. The 
swing arm material is now described as 
high-tensile-strength steel rather than 
chrome moly. The B-model swing arm is 
completely new and re-structured with 
plate-stock to avoid the bending and 
cracking which were prevalent with old 
RMs that were raced hard. The shocks 
are now located 11-inch farther forward 
on the swing arm than before, and they 
deliver about %4-inch more wheel travel. 

The Kayaba rear shocks are also com- 
pletely re-designed on the B-model. Aux- 
iliary reservoirs are attached on the high- 
pressure Kayabas and provide more oil 

(Continued on page 79) 
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_ Fade-free suspension 
-and spot-on geometry 


come from Grand Prix racing. 
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© Every two years the largest motorcycle 
show in the world is held in Cologne, 
Germany. Most of the exhibition halls in 
America would fit neatly inside Cologne’s 
giant hall—on either floor. Still, the show is 
so big—690 firms from 28 countries—that 
spillover space in an adjacent building is 
necessary to accommodate all the dis- 
plays. Most of the world’s most important 
motorcycles have made their debut at 
Cologne—the GL1000, BMW R1000RS, 
Z-1, Ducati Desmo, KTM 400 and even the 
Benelli Quattro. Bicycles are part of the 
show because they are still the most 
common form of mechanical transporta- 
tion in the world, but the exhibits are 
dominated by motorcycles and motorcy- 
cle accessories. 

The purpose of the show is to gather 
new products in one place so dealers and 
distributors can get a feel for the up- 
coming year and place orders on the spot. 
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An estimated $6 million in business was 
written during the four-day show. The fair 
is also open to the public and they came 
in droves to see the new hardware. This 
year’s official attendance was 182,000, 
including 11,500 people from outside 
Germany. These visitors were routed to 
Cologne via 1000 regularly scheduled 
trains which pass through the city each 
day; via two nearby jet airports at Bonn 
and Dusseldorf; and via 8 Autobahns and 
7 major highways which converge on 
Cologne. A major oil company provided 
pretty hostesses on motor scooters 
throughout the city to lead people through 
dense traffic to the show. 

Once inside the hall, a 5-by-20-foot 
electronic map enabled visitors to push a 
button next to the name of any exhibitor 
and a light would locate that display. This 
was merely a supplement to a half-inch 
thick catalog printed in three languages 


which indexed exhibitors by product 
name, location, etc. Nothing in America 
approaches the size and scope of Co- 
logne. The enormity of Cologne is an 
experience in itself. Being there puts you 
at the heart of the European motorcycle 
scene. Viewers in full leathers, exotic rain 
gear and bright form-fit clothing milled 
around in the aisles as conscious of each 
other as the hardware. 

Besides viewing exhibits, the people 
could watch’ hours of motorcycle movies, 
participate in riding and technical semi- 
nars, and see demonstrations by trick 
riders and cycle polo players. The Ger- 
man Traffic Control Authority had a com- 
plete licensing bureau at Cologne so 
visitors could take their driving tests and 
obtain licenses on the spot in less than a 
half hour. Can you imagine the U.S. De- 
partment of Transportation arranging 
such a service at the Daytona show? A 





One of the more unique displays was this — h 


25-foot-high sculpture from Bosch. 





selection of American choppers with out- ; O OEE PE TER 
rageous front ends drew throngs babbling 
in many languages—but they all giggled» 
and gestured in English. The Harley- 
Davidson display attracted equal atten- CZ 250 MX: Note double carburetors (one 
tion with the FLH Bicentennial 74, a sleek piston port, the other rotary valve) and the 
black Sportster café job and cardboard Honda MT 125R: Europeans take their tiddling seriously, so this ‘Stage chain drive set-up. 
eagles gliding on 6-foot wingspans above baby road racer was a sensation. Engine is air-cooled. 
the booth. R: ; p 
BMW’s exhibit was possibly the most 
expensive and certainly the most impres- 
sive. It was a big splash for the debut of 
their 1000cc series. Television monitors 
hung from elaborate. tubular scaffolding 
above the bikes and broadcast full color 
sound movies about the design and testing 
of the new bikes. Dramatic photography of 
high-speed riding, some of-it off-road with 
the fully-faired R1000RS, cemented peo- 
ple in their tracks and captured their atten- 


tion for several minutes. à e. ; as a 4 eo T a. oe 
The Cologne Show: One company sold 13000 mopeds in four days. 


Moto Guzzi 125 Enduro: Don't get excited; it has a low 
pipe, non-gas shocks, slick pegs and a pasta frame. 


Sachs, the giant West German engine 
producer, used similar video machines to 
broadcast service school tapes on their 
new 7-speed two-strokes. Zundapp used 
billboard-sized color closeups of engines, [= 
wheels, instrument clusters, etc. to deco- Moto Guzzi 250 Four: this differs from the Benelli in styling alone. Both are bright red and super-tiny. 
rate a 50-yard long display. Many of the 
larger exhibitors (BMW, Kriedler, Honda, ates i : Hercules Wankel: Spacey bullet fairing helps 
Sachs, Hercules, Puch, Peugeot) had this rotary cruise at 100 mph on the Autobahns. 
kitchens in the booths or complete hospi- ~= f ace. aes E A ame for 
tality rooms with wet bars so the big buyers | M ; o wheels 
could sign their contracts in luxury. ae 
Many products and models that will 
never be seen in America are available to 
Europeans—the Royal Enfield 350 Bullet, 
for instance. Ten years ago, the then- 
thriving Royal Enfield factory granted In- 
dia a license to produce their 350 four- 
stroke single, and nobody ever told India 
that Enfield died. About 1550 a month are 
still being produced for a market in Eu- 
rope and Asia that still retains some affec- 
tion for mid-Sixties British singles. The 


Van Veen double-rotor Wankel produced Ducati 125 Enduro: It's unlikely this will ever get to America. 
sf The low pipe and rear-mount:shocks won't cut it. 





Moto Villa 360 MX: Big-bore Villa has a snake pipe 

and Marzocchi's best LT suspension at both ends. 
Puch 250 MX: Works versions of this twin-carb 
racer reportedly produced 53 hp on the dyno. 


Moto Guzzi 500: This middleweight shafty with mag 
wheels and double discs made its world premiere at 
Cologne. Ducati 500: America should see these in 1977. 


À 
SWM 250: It stands for Speedy Working Motors and 
it's built in Italy around a 7-speed. Sachs engine. 


Kreidler 50: A club racer’s delight—disc valve, water 
cooling, all-battery CDI and exotic wheels. 


Honda 750 


Chain enclosure: This device will fully enclose your chain in an oil bath for longer, 
quieter, cleaner running with fewer adjustments. For Z-Is too. 


ae 


Laverda 500: Triple discs, six speeds, four valves per cylinder and double overhead 
cams characterize this good-looking Italian twin. Price is $2550. 
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Z-1 monocoque: Several European frame makers specialize in very unique and highly expensive café exotica. 


Moto Guzzi 500: Gorgeous cutaway reveals new ignition system with huge alternator, a stronger 
swing arm on the shaft side, a massive wet sump and a rear disc brake. 


in the Netherlands was beautifully dis- 
played among fantastic cutaways of the 
engine and drivetrain. Suzuki showed a 
complete line of Preston-Petty-fendered 
ISDT bikes from 100cc to 500cc. (They 
carried “GS” labels in Cologne but will be 
PEs here.) One company in the business 
of making fuel filters and petcocks had 
more than 200 different ones wired neatly 
to a pegboard. Kawasaki, Honda and Ya- 
maha all showed small sized (200cc) four- 
stroke commuters not sold in America. 
Maico’s petite RS125 water-cooled road 
racer joined several red-framed moto- 
crossers and a really cobby 250 military 
off-roader with enormous box-shaped 
leather saddlebags. 

The competition among moped man- 
ufacturers in Europe is intense because 
the market numbers in the millions. What 
Europe has dreaded for years appeared 
at Cologne—the Camino from Honda. 
This threat was joined by the Easy Rider 
from Norton Villiers Triumph, which is by 
far the best-looking moped in captivity. 

Twenty firms from America were some- 
what isolated in the adjacent building, but 
business was still brisk. Preston Petty, 
Scott Goggles, Bell Helmets, Bates, Sun 
Rims and Lockhart were a few of the 
companies represented. ; 

This pictorial of show highlights—shot 
with a wide-angle lens—still can’t capture 
the enormity of Cologne. 


Sei la vie: Be it blasphemy or just desserts, the 
chopped Benelli generated an enthusiastic audience. 





Sight & Sound 
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A new idea in metro market selectivity. 
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only on their active leisure inter- 
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Robert Golden, Advertising Director, 212-725-8705, Special Interest Metros, One Park Avenue, New York, New York 10016 





SUZUKI RM250B........ Continued from page 72 


and nitrogen capacity to the dampers to 
resist heat-fading. The front fork uses full- 
length springs, which eliminate the short 
coils and spacers used last year. The 
damping system is re-valved to give 
smoother performance and the 8.6 inches 
travel is unchanged. The air box intake 
opening has been enlarged to simplify 
removal and replacement of the filter ele- 
ment. While improved, it is still awkward 
and apt to permit dirt to enter the carbure- 
tor when the filter is removed. 

The RM250B is not radicaily different 
from the A-model in performance. The B- 
model’s improved torque output makes 
traction easier to come by, and the power 
surge seems to occur more gradually 
(though it’s still pipey, jumping over 10 
bhp in 1000 rpm incremenis). The fork 
action is more supple on the little bumps 
and stiffens as the travel gets above five 
inches. The shock springs are much as 
before—choppy on slow bumps, just right 
in whoop-de-dos. The old Kayabas were 
good for 15 to 20 minutes of racing. We 
were unable to make the new shocks fade 
appreciably in the same time. 

Gear staging in the lower two cogs is 
very close. If the stock secondary ratio 
(11/50) is right for a particular track, 
second gear starts are a must. The new 
torquey engine delights in second gear 
starts, with the throttle held steadily at 
half-crack and the clutch released when 
the gate drops. By keeping most of the 
rider’s weight posted over the gas tank, 
wheelies are easily prevented on non- 
tacky tracks. Getting from second to third 
usually required a blip of the clutch lever 
to release pressure on the lower gear’s 
dogs and ears. Once out of the starting 
gate the clutch isn’t really required unless 
the rider gets bogged down and has to 
use the first two gears. 

Straight line acceleration over choppy 
or whoop-de-do ground is exceptional. 
The steering is precise and the back end 
goes straight and tracks superbly. Gear 
staging in the upper notches is perfectly 
mated to the engine’s power range. If 
anything, the gears are a bit too close 
when the engine is running spot-on. How- 
ever, if the gear ratios were spread apart 
more the rider might suffer when the 
engine goes a bit off-song late in a race. 
Heavier riders (over 185 Ibs.) will find the 
bottom of the front suspension on rough 
and deep whoop-laden courses. But few 
riders will be able to find the spring limits 
of the rear. 

In turns the front end of the RM slips 
just a little—not enough to panic you, but 
enough to make you twitch. The front end 
is a little rubbery as compared with Maico 
or Marzocchi forks. The RM’s fork is, 
however, far superior to other Japanese 
front suspensions in action and rigidity. 
The tires on the RM work very weil, which 
isn’t so much attributable to the rubber as 
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it is to the bike’s near-perfect geometry 
and suspension. The chassis and suspen- 
sion are superbly matched for rough- 
course racing and excel at minimizing 
shock fatigue while offering excellent 
handling characteristics. 

When hammered hard for extended 
periods (particularly on rough, fast 
courses) the engine heat build-up be- 
comes noticeable. Power does not fade 
dramatically, but the sharp torque surge 
diminishes with the increase in heat. Dur- 
ing some early-on comparison racing with 
a modified A-model, we found that the B- 
model would beat it comfortably to the 
first turn by a wheel to a bike length, and 
the B-model would grab another wheel 
length out of each corner. But after 15 
minutes of pounding the B-model’s en- 
gine lost its decisive edge. Straight-line 
acceleration comparisons became dead 
heats. The B-model handily walked away 
from the older bike in the rough stuff, 
however, due to its superior suspension. 

The brakes on the RM have to get hot 
before their slight grabbiness disappears. 
Once warm they provide smooth, predict- 
able slowing action. Gear shifting wasn’t 
perfect; when the engine was hot we 
found a false neutral every other lap. 

Everyone who rode the RM250B liked 
the bike, but usually for different reasons: 
comfort, power, ease of shifting or steer- 
ing precision. Nobody had any real dis- 
likes about the B-model. Small-bike riders 
found it easy to transfer from a pipey 125 
to the torquey power of the RM. They also 
liked its feel. Open-class riders were usu- 
ally surprised at how well the Suzuki ac- 
celerated, and were especially delighted 
with its nimble accuracy. 

Still, the RM has its little zits. The newly- 
located offset gas cap is still too damn 
small to accommodate anything larger 
than an eye dropper. The Takasago rims 
are the same as on the A-model and they 
bend with discouraging ease. Suzuki has 
also retained the same hodgepodge fabri- 
cated rear engine mount, which likes on 
occasion to divide into three separate 
pieces. The front fender won't give riders 
sufficient protection on muddy courses. 
The brakes, especially the back, go away 
when thoroughly drenched. There is one, 
just one, oversize piston available for the 
RMs—and if yours gets hot like ours did, 
you might need more than one. 

In function there is little to fault on the 
RM250B. It has power and handling com- 
parable to any 250 MXer from Europe. For 
the price differences you don’t get pure- 
grade chrome moly tubing, or magnesium 
forks, or nine or ten inches of travel, or 
another gear or gobs of cooling fins. What 
you do get—for three or four hundred 
less—is a fair measure of DeCoster/ 
Robert/Rahier technology. And that’s 
worth its weight in magnesium or chrome 
moly any day of the week—and especially 
Sunday. © 
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This future Pro is perfecting his 
timing, carburetor adjustment, and Z 
trouble shooting techniques in AMI's 
Live Engine Lab, working on stand 
mounted, running engines of all types. $ 
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On the Championship Trail 


e Riverside AMA National 
Road Race: The last na- 
tional road race of the 
year and S&W was there. 
Kenny Roberts took first 
overall in the 250cc and 
750cc events with S&W 
suspension components. 


Ascot TT: The final point 
race of the year. The AMA 
National title up for grabs. 
S&W equipped bikes 
make a clean sweep. 
Harley mounted Jay 
Springsteen, Norton 
mounted Alex Jorgensen 
and Yamaha mounted 
Skip Askland take first, 
second and third using 
S&W suspension. 


e Number One: Jay Spring- 
steen could have used 
anyone’s suspension in 
his chase for the National 
Championship. Jay used 
S&W. We’re proud of that. 
We're just as proud of the 
new AMA National Cham- 
pion—Jay Springsteen. 


S&W Engineered Products 
2617 W. Woodland Dr. 
Anaheim, CA 92801 
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HUSQVARNA............ Continued from page 35 
came a civilian-market reality. The con- 
tract covered tooling and development 
costs and allowed the retail price to drop 
over $500 from the original $2500 tag. 
Prior testing and evaluating enabled Hus- 
qvarna to fix an exact position for the 
automatic in the market place. 

Husqvarna makes no claim that the 
Automatic 360 is a high-speed motocross 
or cross country desert racer. It isn’t. 
Officially they like to refer to the automatic 
as an enduro or dedicated trail riders 
machine. That it is. Though different in 
concept than conventional enduro bikes, 
the Husqvarna requires no special knowl- 
edge or training to operate. To start the 
bike the rider need only pull in the neutral 
lever on the handlebar, tickle the Bing 
carburetor and kick. Generally it will start 
first kick—three at the most. As soon as 
the engine warms and will idle the neutral 
lever is disengaged and the rider has only 
to twist open the throttle. 

The double-wall pipe and silencer/ 
spark arrestor unit keeps the Husky’s 
noise to an acceptable level. It is com- 
parable with most other big-bore enduro- 
type machines. At an idle there is a slight 
amount of piston and gear clattering, 
which disappears as soon as the throttle 
is cracked open enough to initiate trans- 
mission engagement. With the engine and 
transmission loaded only the exhaust pat- 
ter is apparent. 

Rolling the throttle open progressively 
makes the automatic accelerate at a 
smooth, even pace. Once under way the 
rider can easily feel the sequence of shifts 
as the transmission moves through all 
four gears. Engagement is positive and 
shifting predictable. The throttle can be 
fixed in a partial-open position and the 
transmission will shift from first to fourth 
progressively. Unlike torque convertor 
systems, the throttle doesn’t have to be 
cracked full open to accelerate to a de- 
sired speed and then backed off. 

Most riders that first rode the Husky 
envisioned a great deal of slippage (or 
“Monkey Motion” as they liked to word it) 
in the automatic’s drive system. We soon 
learned to caution new riders not to give 
the Husky full throttle when starting off. 
The centrifugal clutch is so positive and 
quick that the bike will readily stand on 
end from a stop under full throttle. In first 
and second gears at slow speeds, the 
Husky is very willing to loft the front wheel. 
In the upper two gears throttle response is 
noticeably more sluggish. 

The automatic rides in a flat tragectory 
fashion as compared with strong running 
manual gearbox bikes. At speeds above 
15 to 20 mph the rider cannot easily lift the 
front wheel by manually shifting down a 
gear or two and blipping the throttle wide 
open. When the Husky has moved into top 
gear it won’t shift down (as an automobile 
will) by giving it full throttle. Down shifting 
will only occur when speed is reduced. 

Fortunately the bike’s suspension ab- 





sorbs small and medium size bumps with 
exceptional suppleness. Comfort given 
the rider by Husky’s improved suspension 
is markedly better than a Penton, Yamaha 
IT or Honda MR. The seating position is 
very Yamaha-like and is exceptionally 
comfortable for long rides. At slow speeds 
in rough terrain the Husky rolls and crawls 
effortlessly over obstacles without deliver- 
ing the pounding and jouncing other en- 
duro bikes produce. 

In open terrain or on fire roads the 
automatic seems slow and sluggish. How- 
ever it accelerates just about evenly with 
most good running 250 motocrossers, 
and that really isn’t slow. The transmission 
is reluctant to down-shift and let the en- 
gine rev higher. This deceives the rider 
into thinking he is not running nearly as 
fast as he believes. We found the refusal 
of the transmission to shift down annoy- 
ing if not frustrating when accelerating 
from sharp corners, climbing hills or rush- 
ing over fast, rough ground. Engine per- 
formance is there, but the automatic 
upshifting keeps it out of its peak power 
range much of the time. 





After a half-day of riding over old en- 
duro and ISDT qualifier courses we acci- 
dently found a way of cheating or tricking 
the transmission into down shifting. While 
running hard down a fast trail we encoun- 
tered a blind ditch. We did one of those 
full-lock up panic stops and attempted to 
jump over the ditch at the last moment. 
The Husky lofted the front wheel unex- 
pectedly as the engine suddenly revved 
up to maximum power speed and shot 
over the ditch. Only a rear wheel dab on 
the washout’s far side was the outcome. 

After scratching our heads for a few 
minutes the cause of the downshifting 
and power surge became apparent—and 
simple. When the rear wheel was stopped 
(as the back brake locked up) the trans- 
mission downshifted automatically to low. 
The following day we spent most of the 
daylight hours attacking every up hill, 
boulder garden, down hill, ledge, step- 
laden canyon and push-your-motorcycle- 
over obstacle we could find. We could not 
find anything that we could walk over that 
the Husky would not ride over—easily. 

On a fast trail where there were a lot of 

(Continued on page 84) 
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It’s here! Moto Guzzi’s 1977 revolutionary, 1000cc Automatic. 
An unparalleled blend of design and engineering in a truly 
unique machine. 

An automatic, torque converter transmission which 
eliminates the chore of constant shifting. A new, emergency 7 
sidestand that automatically locks the rear wheel to prevent 
unexpected rolling. Electronic petcocks meter the flow of fuel 
through the twin carbs. Special air spoilers on the front safety 
bars increase high-speed stability. Air and oil filters increase 
performance and engine life. Stona ard fopthons and high 
handle bars provide added touring comfort. 

And when you’re ready to ease the, Guzzimatic tea stop, an 
exclusive, patented triple-disc integral braking syst provides 
safe, sure stopping power. \ 

All this plus Guzzi’s race-tested cradle frame and sispension 
molded around a smooth, reliable shaft\drive and a hot of other 
owner benefits give the Guzzimatic an a in motòrcycling 






















157 fee 
øm integral brakes 


197 feet 
S25 normal brakes 


individuality. \ 
Inspect the exceptional, 1977 Guzzi 1000 at your ne rest 
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The Machine Built € 
Fon Unlimited Towing... 


PREMIER 
MOTOR CORP. 


Hasbrouck Heights, New Jersey 07604 
Exclusive Distributer in U.S. & Canada 


Matching saddlebags standard equipment. Windshield optional. 
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When you're leisurely cruising, — PA ier Cloersiton alder 
and some hot-shoe slides up wall clearance . (Standard onGT38O 
next to you, revving his engine- andGT530) 
you know what he wants. 

With a Suzuki GT youve got it 
made. Whether youre just enjoying 
the scenery. Or picking off - 

a challange. 
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no hesitation. — 


Pressurized liquid cooling 
system. Aluminum radiator 
Coolant pumped thru engine 

block over cylinder heads- 
uniform cooling. 





CCl: Suzuki exclusive. One 
line automatically lubricates 
cylinder. Second line lubricates 
crankshaft main bearing,crank bearing. 
(Standardon all Suzuki GTs). 
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HUSQVARNA............ Continued from page 80 
slow turns we would lock up the rear 
wheel just prior to exiting and come out of 
the corner twice as quickly as before. 
While the Husky was never stopped by 
any up hill we attacked it would some- 
times climb sluggishly. We found that we 
could actually jab the rear brake peddle 
quickly while climbing, forcing the auto- 
matic into a lower gear, and rocket over 
the top. 

In those dog-paddle, pick your way, lift 
the front end, push the motorcycle enduro 
sections the Husqvarna automatic is 
magic. Through slow bowling-ball strewn 
rock sections we found a junior-level rider 
on the Husky could literally run away from 
a top expert on a conventional gearbox 
two-stroke. On narrow trails with ledges, 
rocks or tree stumps the Husky can be 
slowed or stopped just inches in front of 
an obstacle, the throttle blipped open and 
the bike and rider would simply bounce 
over on the rear tire. 

At a few spots where it was not possible 
to stay aboard the Husky (or any other 
bike) further advantages of the automatic 
came to light. By getting off the Husky and 
aiming and pushing over a normally near- 
impossible ledge the rider has full control 
of the engine speed and driving force with 
one hand. There is no necessity to have to 
be on the left side of the bike in order to 
fan the clutch and retain balance of the 
bike simultaneously. With the automatic 


Our 1976 all-new mail order catalog is the 
most complete catalog of parts, accesso- 
ries, performance equipment, tools and 
clothing for custom, street, competition 
and dirt bikes. The 1976 motorcylist’s 
catalog is just the very best mail order 
catalog available anywhere. 


Allow 3 — 4 weeks for. delivery 


Please enclose $1.50 for postage 
and handling for APO, FPO and 
foreign countries. 





ADDRESS 
CITY 
STAT E22 > T _ ZP 


515 N. Victory Blvd., 
Burbank, Ca., 91502 
UNWENIER (213) 849-7295 
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the rider can be on either side of the bike 
and drive forward by just rolling the throt- 
tle off and on. There is no concern about 
killing the engine, melting the clutch or 
falling off balance. 

We could go on and on with dozens of 
little tricks the rider learns on the Husq- 
varna which cannot be easily (if at all) 
done with clutch-and-gearbox bikes. Ev- 
ery time we rode the automatic we picked 
up on more tricks. After three days of 
testing and learning on the Husky we 
came to fear none of the things that 
normally concern us with manual shift 
machines. And at the end of this period 
we had completely destroyed the clutch in 
our follow-up machine, in addition to 
bending its shift lever a half dozen times 
and flattening its rear tire. 

The automatic offers the advantage of 
never having its engine die or bog. In 
panic stops or on long, steep down hills 
the engine just remains at an idle. Unfor- 
tunately the Bing carburetor isn’t willing to 
permit extended idling speeds without 
starving or flooding the engine. The 
Husky’s brakes work quite well and are 
almost fade proof. However, the rear 
brake has the unique habit of moving the 
pedal adjustment up rather than down as 
the binder gets hot. The Husky hub cools 
so well that it expands less than the brake 
shoes. On downhills or winding roads the 
rider won't have to worry about the brake 
pedal and his foot inching their way down- 
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SHELBY’S 


SHELBY-DOWD INDUSTRIES INC. 19021 So. Figueroa Street 
Gardena, California 90248 (213) 538-2914 


Order Direct Immediate Delivery 





ward and precariously close to rocks. 

As a fast cross country race bike or 
high-speed fire roader the Husqvarna au- 
tomatic performs adequately but not as 
well as most big-bore racers. On fast 
whoop-de-do trails the chassis has a habit 
of wanting to stand or set up straight in G- 
force dips and the suspension is too soft 
to avoid excessive bottoming. In accelera- 
tion, the automatic cannot keep up with 
manual-shift big bikes on high-speed 
roads because the rider is not able to hold 
the transmission in a specific gear and let 
the engine spin. 

We were disappointed that the Husky 
automatic did not come fully enduro 
equipped. Lacking are an ISDT head and 
taillight, speedometer and tool box. A 
speedometer kit is available from Husq- 
varna and Preston Petty lights and fend- 
ers fit easily on the bike. These items and 
a tool bag are going to be an additional 
expense for enduro riders. 

The Husqvarna Automatic 360 is every- 
thing the manufacturer claims. It’s an ap- 
pealingly honest and incredibly efficient 
trail and enduro bike. The automatic ex- 
cells in comfort, simplicity and ease of 
maneuverability. The tougher the terrain 
gets, the better the Husky performs. As an 
enduro or back-woods bike the Automatic 
360 will go places other machines won't 
without a top expert’s technique, a 
weightlifter’s strength and a bandolier of 
clutch plates. O 


Carroll 





Carroll Shelby’s Daytona 
mag wheel is lighter, 
stronger and truer than 
the spoke wheel you're 
riding on. It reflects the 
same high quality stan- 
dards that went into the 
Shelby Cobra. It is the only 

mag motorcycle wheel 

on the market today that 
doesn't look like a wagon 
wheel, and it costs less 
than any of the others. A 
pair of Honda 750F-SS mags 
go for $177.00 complete. 


Everything just bolts on — and except for our Kawasaki rear wheel — Carroll 
Shelby’s wheel uses your stock bearings, spacers, discs, axles etc. There is no 
adapting involved. And every Shelby mag ever made can accept a tubelesstire. 

R — everyone makes mags that cost more, but nobody builds ‘em better. 
We'll stake the Shelby reputation on that. Carroll Shelby — for over 25 years he’s 
made his name by being in front. . .he’s still there. 


Inquiries Invited—phone us or write us—Currently Kawasaki and Honda only 
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These are the guys 
who won what counted. 
By Phil Schilling 


m 


When Bultaco decided to go road rac- 
ing again they went shopping first, buying 
out the Italian Piovaticci racing outfit and 
then hiring Angel Nieto, the four-time 
50cc World Champion (1969-70-72-75) 
and two-time 125 Champion (1971-72). 
Before Bultaco picked up Piovaticci, the 
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Italian company had distinguished itself 
by finishing second in the 1975 50cc 
World Championship standings, provid- 
ing filler-bikes in the 125 class for four 
years, and having a name difficult to pro- 
nounce. The aluminum-monocoque 
Bultaco weighs about 140 pounds and the 
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disc-valve water-cooled single cylinder 
engine reputedly makes 18 horsepower at 
15,500 rpm. What does that translate into? 
Consider Nieto’s performance at Assen in 
1976. The 50cc Bultaco averaged about 
79 mph; Walter Villa’s 250 Harley race 
average was just above 90 mph. 


Paolo Bianchi and Paolo Pileri, the Bob- 
bsy twins of Morbidelli racing, once again 
dominated the 125cc road racing class. 
The Morbidelli 125 twins, designed by 
two-stroke whiz Jorg Muller, have been in 
a Class by themselves for a couple years. 
It’s been easy for them to give the loyal 
opposition (Malanca, Bultaco, Condo, et 
al) the old one-two works punch. As if that 
weren't enough, there are super-fast pri- 
vateer Morbids, sold under the Morbidelli- 
Benelli label. When one factory has all 
comers covered and smothered, intra- 
team rivalry erupts. That’s especially true 
of an Italian team even though there’s 
only two members. In 1975 Bianchi was 
ordered to ride Number Two behind Pileri; 
but just to make his point, Bianchi—full of 
grace—would stuff Pileri far behind him 
and then contemptuously back off on the 
last lap allowing Number One to win. 
Whatever the team orders were in 1976, 
the fastest man on the track won. Bianchi 
finally snapped up the championship he 
knew he deserved. (Continued) 
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At Brno, Czechoslovakia, Walter Villa 
and his Harley-Davidson 250 romped 
away from the field, and thus the 33-year- 
old Italian clinched his third straight 250 
World Championship on the super-fast 
works H-D. Although some other GP 
classes have been dominated by one 
brand year after year, no rider/machine 
combination has ever held the 250 title for 
three years running. And 1976 marked the 
first year since 1969 that Yamaha went 
home from Europe without any GP title. 

Had Villa and his Harley fallen victim to 
a Yamaha works/semi-works/privateer 
effort, that wouldn’t have surprised many 
Americans. Yanks think of RR250s as 
second-string equipment to Yamahas, 
suitable for Oriental cannon-fodder. 
Those who have raced against H-D fac- 
tory bikes and private RR250s know that 
not all parts are created the same in Italy, 
and even the same parts are not all cre- 
ated equal. Ask any 250 Yamaha rider in 
Europe. 

Using a large-displacement version of 
his 250 world-title bike, Walter Villa pick- 
pocketed the 350cc World Championship 
from Yamaha's Johnny Cecotto. Villa liter- 
ally came from nowhere. In 1975—the 








Barry Sheene—what more can be said 
about him? You can say that he’s finally 
won his first World Championship. Finally, 
because Sheene started riding the 500 
Suzuki Square Four in 1974 when the bike 
was all motor and not much else. Sheene 
had to wait until the tail end of the 1975 
season before winning his first 500 GP. 
With the machine sorted out, 1976 was far 
different. Sheene won the Championship 
on the march; he was first World Cham- 
pion to be crowned in 1976. 

You can also say that Sheene is a gritty 
competitor. In his relatively short career, 
Sheene has probably broken more bones 
per racing event than any front-line racer 
in memory. No matter. Sheene figures 
that you have to be calculating about your 
body. Don’t use it up, but don’t fret over 
things which can be repaired reasonably 
well. And don’t let it bother you. Sheene 
sure hasn't. 
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year Cecotto won on the Yamaha twin— 
there were 10 Grands Prix, and in every 
single event, the first five places were 
filled by Yamahas. Then in 1976, Villa 
blew everyone down, four years after a 
far-different version of the Italian 350 had 
been raced to third place in the '72 stand- 
ings by the late Renzo Pasolini. 

Villa is a time-tested veteran. He began 
racing in 1962 when he was 18 years old, 
and he had a solid (though not brilliant) 


What's the toughest single class in 
world-title motocross? It’s the 250 cham- 
pionship. The motorcycles are all very 
close; no one brand has an overwhelming 
technological advantage. In 1976 the 
competition looked formidable on paper, 
and it proved just as formidable in prac- 
tice. There were the Russians, led by 
KTM-powered Guennady Moiseev, the 
1974 title-holder. Then there was Harry 
Everts, the 1975 World Champion on his 
Puch. And Hakan Andersson, runner-up 
in 1975, newly mounted on a works Mon- 
tesa. Neither Jim Pomeroy nor Torleif 
Hansen nor Heikki Mikkola could be over- 
looked. Mechanical failures, injuries and 
luck narrowed the field to Moiseev and 
Mikkola. The Husky rider finally prevailed. 

Mikkola, the quiet Finn, had a rebound 
year. Though he had won the 1974 500 
title by ousting Roger DeCoster, the 
Suzuki rider regained the crown in 1975, 
defeating Mikkola and Husqvarna, both of 
which appeared detuned. In 1976 the Finn 
jumped into the super-heated 250 class— 
and turned the tables on everyone, giving 
the Swedish factory their first 250 cham- 
pionship since 1967. 
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racing career until joining H-D. He and his 
brother Francesco built a number of their 
own two-stroke racers, some of which 
Walter rode. Villa’s racing career ap- 
peared to grind to a halt early in the 1970s 
when he almost retired, but his fortunes 
responded to a final effort. He became the 
Italian 250cc Champion in 1973; then in 
1974 Villa signed with Harley-Davidson, 
retained his 250 Italian Championship and 
won the first of his world titles. 


oster is a press agent’s 
dream come true. He’s handsome, self- 
assured and articulate. Most of all, De- 
Coster has been, and is, and likely will 
continue to be, a winner. Five times he 
has owned the 500cc world motocross 
title, winning more than 30 GP victories. 
Four times he has been the overall winner 
of the Motocross des Nations. And the 
Trans-AMA Champion in 1974-5. And the 
National Champion of Belgium six times. 

Gerrit Wolsink, DeCoster’s Suzuki 
teammate, almost broke DeCoster’s 500 
lock in 1976, just as Heikki Mikkola suc- 
ceeded in doing in 1974. But in the end, 
DeCoster—who knows in his own mind 
he’s the best—triumphed. 
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Gaston Rahier has been the only 125 
FIM Motocross Champion in the history of 
the series. After the FIM vested the 125 
class with world-title status, the Belgian 
won 14 out of 24 motos to become the 
first champion in 1975. He repeated in 
1976, winning 15 out of 24 motos. 


A Suzuki team member since 1972, 
Rahier raced in the 250 class until mid- 
1974. Then at the behest of the Suzuki 
factory, Rahier changed venues, going to 
Japan where he collected the Japanese 
championship and racing in the Aus- 
tralian/New Zealand series where he won 
again. Rahier also captured the Belgian 
National Championship in 1974; and that 
was a personal high point because in the 
process Gaston whipped Roger DeCoster 
and Joel Robert. 

The World Champion likes what he 
calls “technical” courses. The trickier, he 
says, the better. He has such favorites as 
long, long bumpy, uphills with loose, 
shale-covered surfaces. Events which de- 
mand prolonged physical exertion don’t 
phase Rahier, who has made a science of 
physical conditioning. At five feet-three 
inches and 145 pounds, he’s built like a 
bridge abutment, and is just as tough. 














At times American motocross and Cal- 
ifornia seem inseparable. You know the 
scenario. In the land of endless summers 
kids are born with training wheels, grow 
up bicycle-crossing, and blossom as fac- 
tory riders before their first serious case of 
acne. Take heart, Middle Americans—it 
can happen elsewhere. 

Tony DiStefano grew up Back East 
(Pennsylvania) and started racing there. 
So it was fitting that he iced his second 
250cc National Motocross title on the East 
Coast. After 12 motos in the series, and 
after ferocious battle at Allentown, Penn- 
sylvania, DiStefano headed Jim Weinert 
by 15 points. The 250 championship tilt 
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really ended in New York the next week- 
end. In a practice session for an Open 
Class moto a flying rock fractured 
Weinert’s knee. But Tony D was not a 
winner-by-default. His finishes at the final 
250 event were good enough to retain his 
title even if Weinert had raced and won 
the last two motos. 

It was a year of hard racing for Di- 
Stefano, but he’s a very seasoned nine- 
teen-year-old. He’s exactly what you’d 
expect from a guy who started racing at 
fourteen, became a stand-out privateer at 
sixteen, factory-gun and national champ 
at eighteen. It’s that kind of progress that 
put him on a works Suzuki RH250. 








Kent Howerton brought Husqvarna the 
Open Class Championship, though the 
rider didn’t sew up the title until the last 
event in New Orleans. The AMA now 
scores its championships by motos, 
rather than overall results in each com- 
plete motocross race. This system re- 
wards consistency and makes DNFs a 
death-kiss. Until mid-August Kent kept 
Kawasaki’s Gary Semics about 25 points 
at bay, but in the last two-week, three- 
event period, Howerton’s lead dwindled to 
six points. With chips down and pressure 
up, Howerton prevailed at New Orleans 
and seized the title. 

Twenty-two-year old Howerton doesn’t 
fit the stereotyped pattern of the high- 
flying, party-going motocross star. He’s a 
thoughtful, determined individual who 
keeps his attention focused on his busi- 
ness—racing. Being second doesn’t 
make it; Kent knows what that’s like: he 
was runner-up in the 250 chase in 1975 
behind Suzuki's Tony D. As a serious 
racer Howerton does what’s necessary. 
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Bob Hannah won the 125 National 
Championship handily using both the 
water-cooled OW-27 Yamaha125 and a 
works-type YZ-125. Although his arch- 
rival Marty Smith spent part of the season 
in Europe, Hannah has beaten, at one 
time or another, every ranking interna- 
tional and national 125 rider, including 
Gaston Rahier and Marty Smith. 
Seventy-six was a busy year for 19- 
year-old Hannah. The young Californian 
not only dominated the 125 national class, 
but also scored overall victories in 250 
and Open Class racing. He’s a tough 
customer in any class—just how tough 
and how great he'll be, no one knows yet. 
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Once, you could either ride a 
handling bike or one that was depend- 
able. But you couldn't have it both 
ways. : 
But now there’s the Kawasaki 
650/4—a bike with more power and 
more handling potential than the pru- 
dent rider will ever have occasion to 
use. But without sacrificing comfort and 
without mechanical aggravation. 

Though the 650/4 is not a huge 
machine by today’s mega-bike stan- 
dards, its smooth, double overhead 
camshaft 4-stroke develops 64 hp @ 
8,500 rpm. With an incredible 7.3 Ib. per 
hp power-to-weight ratio, the 650/4 
manages the rather indecent top- 
speed of 120 mph. And the 650/4’s 
generous rake and trail and low center 
of gravity combine to make it a real 
backroad scratcher. 

The Kawasaki 650/4 is, in the 
sum of its parts, the most perfect blend 
of handling and dependability ever put 
between two wheels. After all, Kawa- 
saki knows why you ride. 





We know why you ride. 


KAWASAKI BELIEVES IN RIDING SAFELY. 
CHECK LOCAL LAWS BEFORE YOU RIDE. 






































When you're buying a bike, 
you can always get reliable, straight- 
forward information from Cycle Magazine— 
information that will help you get the right model, with 
the equipment that will suit your needs. That’s why we created a 
reprint service—to provide you with current reprints of Cycle road tests 
covering the bikes you are interested in—and to provide that information 
inexpensively. Only $1 per reprint ($1.50 for the longer reprints). Minimum order $3. 





Street Street /Trail 
M-1* Suzuki RE5 Rotary 1/75 M-13 Honda XL-350 K2 2/76 
M-2 Kawasaki 903 Z1-A 1/75 M-21 Yamaha XT-500C 5/76 


M-3 Honda CB-400F Super Sport 3/75 
M-4* Honda GL-1000 Gold Wing 4/75 


M-5 MV Agusta 788 AmericaS 5/75 Off =-Fioad 

M-6 Honda CB-750F Super Sport 5/75 

M-8 Honda CB-550F Super Sport 9/75 M-12 Penton 175 Enduro 1/76 
M-9 BMW R75/6 11/75 M-18* Honda MR250 4/76 
M-11 BMW R/90S 1/76 M-22 Rokon RT-340Il 5/76 
M-14 Laverda 1000 Triple 3/76 M-25* 125 MX Comparison— 


M-15* Moto Guzzi V-1000 1-Convert 3/76 Honda CR, Suzuki RM, Yamaha YZ 7/76 


M-17* Yamaha RD400C 4/76 
M-19 Kawasaki KZ900 LTD 4/76 


M-20* 750cc HondaMatic Two-Speeder 5/76 Motocross 

M-24* Yamaha XS750D 6/76 

M-7* Comparison Tests—BMW R90/6, M-10 Suzuki RM250A/RM370A_ 12/75 
Harley Davidson FLH 1200, M-16* Yamaha YZ400C 3/76 
Honda GL 1000, Kawasaki 903Z-1B, 


Suzuki GT-750M, Suzuki RE-5 Rotary 8/75 M-26 Montesa 360 VA MX 7/76 


DATE FOLLOWING EACH LISTING INDICATES ISSUE IN WHICH ARTICLE APPEARED. 
*REPRINTS MARKED WITH ASTERISK $1.50; ALL OTHERS $1. MINIMUM ORDER $3. 


Cycle Information Center, Consumer Service Division, 
595 Broadway, New York, N.Y. 10012 


z ; NUMBER OF REPRINTS ORDERED: CY17 
Please send the reprints circled below: @ $1.00 @ $1.50 
21.00 Each TOTAL ENCLOSED 
MINIMUM ORDER $3): F 
Zee Ore 9.10.. 1 12 EME of Calif., Colo., Fla. Il., Mich., Mo., N.Y. State, D.C. and 
43 14 19 21 22 23 26 Texas add applicable sales tax. 
Print Name 
$7,506 Each 
Address 
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PIPELINE.................... Continued from page 10 
electrical connection requires breaking, 
and none in the case of the daylight 
fairing used in short races. 

The Endurance Hondas raced on Dun- 
lop tires, using the Racing Endurance 
pattern on the front in conjunction with a 
special near-slick rear, identified by three 
shallow, wavy grooves handcut around 
the circumference. At the Bol d’Or, run in 
continuous dry weather for a change, the 
rears lasted 14-15 hours before replace- 
ment. In contrast Thruxton trashed the 
tires at 67-minute intervals, forcing three 
changes in 400 miles and demonstrating 
the effect of an abrasive road surface. 
Thruxton also indicated the rider prefer- 
ence for super-sticky rubber and short 
tire-life in races only a few hundred miles 
long. The big Hondas won every round of 
the FIM Prix D’Endurance. The opener at 
Zandvoort, Holland was won comfortably 
on distance but narrowly on reliability 
because the experimental Keihins would 
not carburete cleanly. It took consider- 
able time and a number of trips to Japan 
before the trouble was finally nailed. 

Early on the Hondas proved great tar- 
mac scrapers, clouting engine castings 
on left handers and exhaust collectors 
when turning right. The muffled-to- 
110dB(A) systems were duly subjected to 
tuning with big hammers, and raced that 
way until Honda squeezed the muffling 
element into a more compact area. Re- 
ducing overall width by fitting the slim 


REVIEW...........0.0...... Continued from page 29 
For a time Miller and Bultaco became 
nearly invincible. 

Bultaco’s empirical approach to de- 
velopment matched Miller's own field-re- 
search study. When Miller and Bultaco 
parted and Sammy signed on with Honda 
in 1974, things were a bit different. Miller 
met the computer, and the Honda read- 
out display said four-strokes had the 
greatest potential for trials work. He ini- 
tially confronted_a lot of Japanese en- 
gineers who were long on computer time 
but short on practical motorcycling. Miller 
and Honda tried to make twenty years of 
riding/developing expertise interface 
successfully with the vast resources of a 
brilliant engineering firm. 

A development man prefers to 
change—indeed must only change—one 


generator gave the riders added security 
when cornering left, while the DeCarbon 
dampers imparted a peace of mind they 
never enjoyed on Japanese units. 

The bikes were performers. The 24 


Heures de Liege at Francorchamps was 


completed at an average speed of 115.08 
mph; the 941s touched 170mph along the 
fast stretches. At the Bol d’Or, an event 
everybody had to win, the victorious 
Honda took 19 hours to pass the front- 
running Kawasaki, going clear by 3% laps 
at the finish. 

The Hondas. work fine going around 
corners and they’re just great along the 
straights. Between-times when entering 
corners they’re something else. Down 
shifting, following or during braking, is the 
villain. Very powerful engine-braking 
tends to lock the back wheel and set up 
the dreaded patter syndrome. Nowadays, 
every RCB rider knows why Phil Read 
complained long and loud about the 500 
MV’s tail end hop. 

Honda will contest Endurance Racing 
in 1977, to a lesser or greater degree 
depending on the decision-makers back 
in Japan. Honda director Yosukio 
Nakamura says that most factories will 
race four-stroke machines before long. 
Everybody believes that Suzuki is about to 
take the four-stroke plunge into European 
Endurance Racing. And Yamaha? Well, 
traditionally Honda races and the rest of 
the Japanese follow. 

—dim Greening 


variable at a time while a research team, 
eager to please, has the capability and 
inclination to alter a dozen variables si- 
multaneously. The blunt Mr. Miller had to 
establish his expertise, insist upon his 
methodology and refrain from alienating 
the Japanese. After all, with the right data 
computers do work. And they don’t spec- 
ify an oil level higher than pushrod tubes. 

The Sammy Miller of 1977 is prototype 
technician, team manager and develop- 
ment rider for Honda. Solidly in his forties 
now, he’s still riding competitively. As 
Clew notes, Miller will go on until he no 
longer feels competitive. “Riders of his 
own age tend to ask how on earth he 
maintains his run of success, whereas 
those who are much younger overlook 
the difference in age and attribute his 
success to experience.” © 
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Langlit, Leathers 


The finest custom made leathers for the 


pleasure or sport rider. Factory direct only. 
Catalog available. 
2443 S.E. DIVISION, PORTLAND, ORE.97202 





Save Leather! ~ peal 
TOP PROFESSIONAL 4 PLUS 


CLEANING & REDYING OF ALL POSTAGE & C.0.0. 
LEATHER JACKETS & PANTS > E 


seocccococcoooooococooooooooooosoooo. 
All Major Repairs and... All Zippers 

eee rene or Replaced "P LEATHER-CLEAN 

2115 E. MAIN ST. C 


2 REASONABLY PRICED! $ 
g BRIDGEPORT,CONN. 06610 










-PATCHES 


Let them know who you are 
Beautiful embroidered emblem sets 
or printed transfers for front or back 
of your jacket. Send sketch for free 
price. Send camera ready colored 
crawling and get one set free with 
order, Free catalog. 


EASTERN EMBLEM MFG. CORP., P. 0. BOX 828 DEPT. CMJ 
UNION CITY, N. J. 07087 



















J CONSUMER SERVICE 


FREE m. DIVISION CATALOG 


Includes a wide variety of products associated with 
the special interests of readers of Ziff-Davis maga- 
zines—Psychology Today, Popular Photography, Stereo 
Review, Popular Electronics, Boating, Flying, Car and 
Driver, Cycle, Skiing. cyi7 
Send for your free catalog today. 
Consumer Service Div., 595 Broadway, N.Y. N.Y. 10012 


An Atlas a 
= in 7 Day 












my method of DYNAMIC- ays 
starts giving you results that you feel 
and your friends will notice. Big, 
useful muscles. Gain pounds in weight 
where needed. Lose “pot belly.” 
Send me your name and 
address for my 32-page 
book—FREE. 


CHARLES ATLAS 


49 West 23rd St., 
NewYork, N.Y.10010 
Dept. 226A 





. . at Home, In Your Spare Time! 
You don't need special talent — just tools 
and professional guidance. And, that's what 
you get: Tools you need, plus easy, step- 
S by-step instructions. 
S! N, LEARN CUSTOMIZING INSIDE AND 
= A OUT! Discover how to create wild scenic 
effects with air brush and decals. Install 
outside ‘‘add-ons''like portholes, scoops, 
etc. Do interior upholstering, carpeting, 
make built-ins, etc. 
ANS, Get This FREE Book! Tells you all about 
y BUCKS! car customizing profits at home in 
T spare time. Write today! 336 
i CUSTOMIZING CENTER “Careers Through Home-Study” 
| 4401 Birch Street, Dept. EAoCé Newport Beach, CA 92663 H 
i Rush FREE information on how I can learn customizing 
l for just a few dollars a month, no salesman will call. 
Name 
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CONVERSATIONS.... Continued from page 39 


He'd got a good start and was just splitting 
from everyone and everything was going 
according to plan. Jay looked like he was 
out for a Sunday ride. Everyone else was 
having a hard time, and he just went so 
much faster. He was missing all the holes, 
getting around the turns differently, and 
just making it look easy. But then the bike 
dropped one cylinder and my heart went 


-down in my shoes. | couldn’t figure out 


what went wrong, and when he came in 
the pits after the race | was thinking it had 
probably fried a piston or burned a valve 
or something; all those things were going 
through my brain. Now | always shut the 
gas off, and when we put the bike on the 
stand one of the petcocks was off. | asked 
Jay, ‘did you shut off the gas?’ and he said 
he hadn't, so | took the mainjet plugs out 
of both carburetor bowls, and nothing 
came out of one. 

“There’s a million things that will make 
them run on one cylinder, but if | had just 
thought about the gas being shut off on 
that one side, | could have signalled 
something to him. Jay was hitting the 
carburetors and looking around, and it 
took the others a lap and a half to catch 
him after the bike began running on just 
one cylinder. He was that far ahead of 
everyone. They just did manage to beat 
him; he ended up fourth, | think, and he 
had lapped the sixth-place guy. And that 
was probably the year’s worst disappoint- 
ment to me because it was something that 
shouldn’t have gone wrong, and it did, 
and it was nobody's fault but my own. | get 
paid to make sure things like that don't 
happen. . . and it happened. 

“The only thing | could do was make 
sure it didn’t happen again, so | inter- 
connected the gas lines, and stuff like 
that, and | learned a valuable lesson. But 
the whole racing season is a rush to do 
things, and you always have to be decid- 
ing on priorities. Do you do this job or that; 
do you pull this one apart to check the 
lower end or give the other one a valve 
job? It's a guessing game all year long, 
and at the time it seemed more important 
to put the hours | had into a valve job 
instead of interconnecting the gas lines. | 
might better have let the valves alone and 
put a crossover line between the pet- 
cocks—but that’s hindsight. It was my 
worst mistake all year. 

“By far the smartest thing | did all year 
was agree to work with Jay. Dick said, 
‘You want to work with Springsteen?’ and 
| said yes, and that was the smartest thing. 
The best thing | did with the equipment 
was at Pontiac, where we changed the 
steering on the XR so Jay could run the 
whole track in one gear and everyone else 
had to shift. | was watching Jay in prac- 
tice, and there was this one corner be- 
tween a straightaway and a jump, and he 
was having trouble there. It was a corner 
where he could pass if he used a different 
line through it, because everyone else 
was going outside and trying to use mo- 
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mentum to get up the jump. Anyway, we 
figured that if we changed the steering he 
could get through that corner on a dif- 
ferent line, and we’d eliminate the shifting 
and Jay could run around the whole TT 
track in one gear. 

“Jay made that one look easy, too. He 
came from way back and worked his way 
up. The setup worked well, and Jay got 
fourth-fastest in time trials. Maybe in one 
lap alone, it wasn’t superior to the other 
bikes out there, but in traffic it was tre- 
mendously better because nobody else 
was running on the same line. It meant 
that a good start wasn’t as important, 
because he could go through traffic. Jay 
would have gotten a second in that race 
for sure if he hadn’t gotten tangled up with 
Gary Scott. Gary claimed that his brake 
lever broke off, and he kept running into 
the side of Jay until he knocked both of 
them off. That let the guy who had been 
running in fourth get past, so Jay finished 
third and Gary was fourth. Without that, 
Jay would have been second. But it was a 
very satisfying thing for me because we 
looked at the track, saw a potential prob- 
lem, figured something out . . . and it 
worked neat. After we changed the steer- 
ing, Jay was the only one who had a tight 
line through that turn and he could pass 
easy there. It was just one of those things 
you dream about. 

“Mostly you only change little things at 
the track. You may change spring rates or 
the leverage ratio at the shocks, and you 
can change the wheelbase or tire pres- 
sure alittle. In dirt track racing you have to 
work for an edge, because if you’re two- 
tenths of a second off you’re completely 
out of the ball park; the difference be- 
tween winning and losing is sometimes a 
minor, minor thing. 

“At Talladega, in practice, we were 
going about as fast as anybody but not 
really any faster, and Jay had to run in the 
Semi to get into the Main. After practice 
we just ripped the bike apart, and 
changed the wheelbase, the rake and 
trial, and the tires, and he went out and 
ran it in the Semi that way. We just hoped 
it would be better, and it was, because he 
qualified for the Main. And in the Main he 
had to start in the back row, but by the 
fourth lap he was up in fourth place—and 
that was on a track where nobody could 
pass. It was just a series of guesses, but it 
worked and Jay was really hooked up and 
going. It really made me feel good. 

“I've been working at Harley-Davidson 
for ten years. | knew one of the fellows 
who worked in the racing department, 
Ralph Berndt, and he’d been helping me 
work on my own stuff. | was racing then, 
and working on my own bike, so | wasn’t 
totally unfamiliar with Harley-Davidsons 
and | guess that helped me get the job. | 
kept on racing for a while, and the fore- 
man there, Roy—and we had differences 
of opinion occasionally—says, ‘Hey, rac- 
ing better not take away from your time at 
the plant,’ and | promised it never would. 


But then | got hurt racing and was out of 
work for a long time and | said to myself, 
‘Hey, that’s interfering with my job; | ain’t 
gonna race any more.’ It wasn’t too hard a 
decision to make: | figured racing was just 
something | enjoyed, as a hobby, and | 
was better at working on bikes than riding 
them anyway. 

“I’ve worked with lots of riders, and 
some of them can’t get themselves up to 
practice fast. That makes it a lot, lot 
harder when you're trying to get set up. 
You're trying to help them: you get a setup 
for the speed they’re going and the line 
they’re using, then it dawns on them that 
they've got to go a lot faster, and then 
your setup won’t work. So it’s imperative 
that a rider pushes in practice. Jay will 
push, and he can come back and tell me 
it’s pushing the front end or the rear end 
isn’t hooking up, or it wants to skid or 
stand up and high-side him, or whatever. 
And that’s fine because | know he’s going 
as fast as he can, in practice; he isn’t all of 
a sudden going to go two seconds faster 
just because he feels like it, and that 
makes my job so much easier. I’ve worked 
with the other kind of rider and believe 
me, this is much easier. You don’t have to 
prod Jay and say, ‘Now try it faster’; Jay is 
always trying it faster. 

“We've got one TT bike, one half-miler, 
one miler, a bike for short-track and one 
road racer. That’s it. But you use them in 
combinations: like, when we go to a half- 
mile we take the TT bike or the miler 
along. We take two to all the races, but 
one is back-up equipment. Occasionally, 
when the track isn’t what you anticipated, 
you don’t run the one you thought you 
would. At Columbus we loaned Jay’s 
spare to Corky Keener, and he got fourth 
with it—even though he said he didn’t like 
the way it handled. Each guy has his own 
little footpeg height, handlebar, seat and 
steering thing he likes. 

“Jay can tell the difference between a 
13-inch shock and one that’s 12% inches. 
You change them, and the watch says he 
can tell the difference and he can tell. I'll 
ask him which is better and he won’t know 
what | know from the watch, but 99- 
percent of the time he’ll tell me which is 
better, and he'll be right.” 

Springsteen couldn't let that pass with- 
out comment: “But sometimes | think 
something is right and he don’t, and then 
we'll have to discuss it.” It was a remark 
that could have had an edge to it, but 
didn’t. Werner and Springsteen have an 
obvious mutual respect, each for each 
other’s special abilities, and O’Brien as 
obviously knows they make a perfectly 
splendid team. 

“Both of them have hit it off real well. 
Jay’s been easy to work with, and of 
course a lot of that depends on the tuner. 
A tuner can make everything easy or 
hard, and | think Bill has done a tremen- 
dous job. Bills background helps: he’s 
been working the tracks for a number of 
years, and did some racing himself. | think 


CYCLE 








that makes it easier for Jay, because Jay 
can come in and tell Bill what the motorcy- 
cle is doing, and Bill will understand what 
he’s saying and make the changes neces- 
sary to correct the problem. Jay does his 
part well. Some guys will come in and say, 
‘This thing handles like a sled,’ and you'll 
ask them what it’s doing and they'll tell 
you, “l don’t know, it just handles like a 
sled.’ Jay will spell it out exactly, and Bill 
can take it from there. That’s why, to me, 
the tuner is just as important as the rider. 
You need both, in a combination, to doa 
job.” 

We asked Bill Werner how careful 
tuners have to be with the XR750 engine, 
and how long it takes to do something 
basic, like a valve job. 

“We don’t have any time limits; we're 
not working under a quota system. The 
only pressure is to do it right, and that can 
take time. If you check the flow through 
the cylinder head before and after a valve 
job to make sure you didn’t disrupt any- 
thing, then it could take a full day. You can 
lose the flow, because you're sinking that 
valve a little bit and it might only be ten- 
thousandths but l'II be damned if that 
doesn’t make a difference sometimes. 
And you might have to change the relief 
on the valve, or the angle of relief, to get 
the flow back. That’s a minor thing, you’d 
think, but if you have the time, you do it. 

“All you really have to do with the XR 
engine is not make any big mistakes; 
they're just about bullet-proof. Everybody 
thinks that a factory guy does things that 
are really super-trick, super-special. Well 
that’s bunk, pure B.S. Jay could trade 
bikes with anybody in the first five for the 
Main and still beat them. | know that 
because | know what he’s got, and it isn’t 
anything better than anybody else, as far 
as being super-whammy stuff. The bike 
may be alittle less susceptible to breaking 
because of being more carefully as- 
sembled, but that’s all. 

“| could do Jay a big disservice by 
building him a missile for the half-miles. It 
would be hard to ride and he probably 
wouldn't go as fast. The half-miles he’s 
won have been with virtually box-stock 
motorcycles, yet people will say how fast 
they are. Well, Jay’s made the turn faster 
and he’s on the gas about 20 feet sooner, 
and that makes the bikes look fast. Jay’s 
just a hell of a racer and that’s all there is 
to it. 

“I’m not saying the milers aren’t better 
than the half-milers, because they are. At 
times you need as much power as you 
can possibly get; I’m not going to lie to you 
there. But you’re not going to do any good 
taking your miler to a TT track. For that, 
we try to tone them down. We'run the 
same basic engine at Houston and San 
Jose; they always have two cylinders, but 
the horsepower dial has to be turned back 
for Houston and it’s harder to tone them 
down than get more power—we haven't 
had as much experience doing that. We 
use smaller carburetors, less compres- 
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sion and shorter-duration cams. It’s noth- 
ing drastic: we just try to make the power 
curve broad and flat and easy, to take 
shifting out of it. 

“A good power curve is really important 
for half-miling. A guy may think he wants a 
hundred-horsepower half-miler, but he’s 
really kidding himself. He can do a better 
job with less power, if the kind of power a 
bike has makes it easier to ride. The 
Triumphs and some of the Yamahas have 
proved that. You go to some tracks and 
we'll be running real fast and everyone will 
say, ‘Oh, those super Harleys!’ l'Il guaran- 
tee you that if you put all the engines on 
the pump we’d win the pump test, but that 
doesn’t necessarily make us fastest on 
the track. If you watch, you'll notice that 
the bikes all go down the straightaways 
together, so it’s really a matter of how 
much horsepower you can get on the 
track. You can win the pump test, but 
you've always got to have it in the back of 
your mind that that’s not winning the race. 

“And the most awesome responsibility 
you have is to make the bike safe. Your 
motorcycle can break an engine, or it can 
be slow, and it can just not work very 
good—but it can’t hurt your rider. The first 
thing, the most important thing you do is 
make sure it doesn’t hurt him; the last 
gamble you take is with safety. You just 
don't grind down the center of an axle to 
make it two ounces lighter. At least | don’t 
think you do things like that. Maybe | think 
that way because I’ve been a rider; lve 
been the victim of my own ingenuity a few 
times when | was racing. 

“We had a freaky thing happen at the 


first San Jose race, when Jay was leading | , 
and battling back and forth with Rex | 


Beauchamp. Rex made a mistake in a 
corner and Jay got away from him. That 
happened only three or four laps from the 
end, so | thought Jay had a reasonable 
chance of winning. But then Jay’s bike 
started missing, and | thought, ‘Oh, (drat), 
what’s going wrong now?’ | thought it was 
the magneto, and when | took it apart sure 
enough a shim had broken and let the 
rotor hit the contacts. But then | got to 
wondering why that would have done it, 
and | took the spark plugs out and what 
should be wrong there but one of the 
ground wires had broken off. Jay said 
when he’d come out of a corner and 
dump on the gas it would start missing, so 
he had to back off until it didn't. The 
magneto wasn’t able to fire the full 
charge, because what he had was the 
nearest thing to a surface-gap plug. And 
of course that broken off ground wire 
didn’t leave quietly: it put little dings here 
and there and Jay ended up losing the 
race by about a bike length. | think it’s 
easier to take if an engine busts its rods 
and the flywheels fall out on the ground, 
because then you can tell yourself it was 
doing its damndest and that’s why it 
broke. But those nagging little things re- 
ally get to you.” 

O’Brien agreed with Werner about the 
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little things: “There are several hundred 
parts on a motorcycle, and that’s how 
many things that can go wrong. And those 
of us who are deeply into racing really 
sweat the little things because those are 
what generally do go wrong. But you 
know, magnetos get blamed for plenty of 
failures they didn’t cause. Often as not, 
when somebody says they had an ignition 
failure it was because the magneto got 
caught in the rear chain after a busted rod 
knocked it off the crankcase. 

“We try to learn something from all our 
failures. You have to keep learning or 
you’re over the hump, whether you’re a 
rider or a mechanic. And that’s especially 
true for someone in my position. You geta 
lot of grief when you come up with any- 
thing new, because the minute you do, 
you’ve-got a lot of people jumping all over 
you for it. You can get to the point where 
you’ve had enough of that, and not want 
to do anything new or make any changes. 
lve seen that happen in racing in years 
past. Once you get to that point you’d 
better get out, because you’re not going 
to be able to do the job for the company or 
anybody else. 

“Riders have their problems, too. They 
start blaming the equipment for every- 
thing, as I’ve seen many of them do when 
they start going down hill. Many years 
ago, when Norton and BSA and Triumph 
were in racing, a rider could keep chang- 
ing from brand to brand and it never had 
to be his fault. He could always keep 
saying that if he had this bike or that one, 


he would be able to win. But we saw how 
it really is when Ted Boody’s Harley was 
claimed at Ascot. Boody borrowed a Ya- 
maha and beat the kid who claimed his 
machine.” : 

We listened to.all the talk about being at 
this or that race, recalled that 1976 was a 
28-race season, and. asked the trio how 
much time they got to spend at home. 
They all laughed about that, and O’Brien 
said, “Where?” He then added, “I’ve had 
about five weekends off since January.” 

Springsteen was mock-outraged: “He’s 
had more time off than we have.” 

Then Werner explained, “We figured it 
out that once we got past the early San 
Jose race, we’d only have two weekends 
off until the season was over. And we put 
in a lot of seven-day weeks.” 

Springsteen, when asked what kind of 
income he would have from this busy 
season, thought for a moment and said, 
“You mean if | end up Number One? 
Probably about a hundred thousand dol- 
lars maybe.” 

Was Jay looking forward to the end of 
the season? “I’ve been looking forward to 
it. | can’t wait. | want to take it easy for a 
little while, because I’ve been driving so 
much. | carry the bikes and other stuff 
around to the races, Bill flies, and | already 
wore out one truck. | want time to do some 
fishing and hunting, stuff like that. | called 
home today and wouldn’t you know it, it 
was raining. Perfect weather for duck 
hunting. And | just bought a new house 
near Flint, Michigan, where | grew up, and 


I’m trying to move into it. I’d like to buy a 
new snowmobile, too, and. . . just take it 
easy. Try not to hurt myself. 

“Maybe | should buy a bigger house. 
That way | can write some more money off 
my income tax. | have to pay so much 
now, it’s highway robbery.” 

Among the kinds of racing Springsteen 
has tried, his favorite is the mile. ‘Mile 
racing is the most fun. | like the speed, 
and | like to race where it’s real close, like 
at San Jose. Road racing is fun, too, 
because you get to ride so much more. 
With a half-mile race you’re out there 
maybe a half hour, including practice, the 
heat race and the main event. But at a 
road race you get to go out for 15 or 20- 
minute practice sessions, and you get 
three or four of them. Plus the race. 

“And | like knowing the people lm 
racing against. Some of the guys will give 
you a little crashing and banging here and 
there when you’re racing close, and 
you’ve got to watch out for some of them. 
But I’m not out to hurt anybody; lm just 
out to have a good time. Everybody else 
seems to be real serious, and I’m out there 
racing around and having a good time.” 

It seemed to us a bit surprising that Jay 
could have such enthusiasm for racing, 
the enthusiasm more of asmitten amateur 
than that of a professional, after doing it 
since he was nine years old. He has, at 19, 
a decade of racing behind him and we 
asked if it was still fun. “Well,” he said, “It 
seems to me like it’s really just beginning; 
like the fun’s just starting.” © 





ASCOT HANG-IT-OUT Continued from page 40 
Mile and followed with a win on the Mile at 
Albuquerque, becoming the first two-time 
winner of the year. The first 11 races had 
all been won by different riders: Rick 
Hocking and Bubba Rush at Houston, 
Johnny Cecotto at Daytona, Roberts at 
Dallas, Rex Beauchamp at San Jose in 
May, Hank Scott at Oklahoma City, Gary 
Scott at Louisville, Steve Eklund and Ted 
Boody at Pontiac, Corky Keener at Har- 
rington, and Steve Baker at Loudon. Jay 
then won Columbus and Albuquerque 
back-to-back, crashed at the San Jose 
Half-Mile and gathered points without 
winning until late August, when he beat 
Mike Kidd in the daylight Mile at Indi- 
anapolis after finishing second to him the 
night before. From then until Ascot, a 
span including all of September and the 
first part of October, Springsteen went on 
a wicked binge. Terry Poovey won the 
Talladega Shorttrack the weekend after 
Springer won at Indy, and from there to 
the finish Jay won every National he par- 
ticipated in: Syracuse, Toledo and San 
Jose, the latter two ahead of Gary Scott, 
who himself was coming on strong and 
would have been a more dangerous 
threat if he hadn’t gotten all fouled up at 
Riverside and missed the grid for his 
preliminary heat. (Springsteen, ineligible 
for 750cc road racing, sat out Riverside.) 

With Jay looking solid, Scott looking 
plausible and Roberts hanging by his 
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nails, the season’s final outcome would 
be determined by the Ascot National, the 
last race on the 1976 calender. That it was 
serious business laced with honest acri- 
mony, and had been all year, was evident. 
Item: Gary Scott had claimed Rex Beau- 
champ’s bike at the May San Jose, almost 
precipitating a fist-fight with Corky Keener 
in the tear-down enclosure: Item: Gary 
Scott’s brother Hank had waved him past 
on the last lap of the Toledo Half-Mile, 
giving Gary second-place points he would 
not otherwise have earned. Item: Gary 
sucker-punched Springsteen’s tuner, Bill 
Werner, in a men’s room tussle after Jay 
won the September San Jose Mile. Item: 
Kel Carruthers and Pete Schick had 
Roberts’ protégé, Skip Aksland, protest 
Scott’s heat race finish at Riverside, hop- 
ing that Scott would be disqualified and 
stripped of the four points he won there by 
finishing 11th in the National (a maneuver 
Gary responded to by successfully claim- 
ing Roberts’ OW-31 engine 29 minutes 
after the 75-miler was concluded). Item: 
Springsteen, Roberts and Scott had been 
eyeball to eyeball to eyeball for the Num- 
ber One plate since the middle of the 
summer, and as racing fortunes shifted 
from week to week they took turns at the 
top of the points pile, radiating tension in 
all directions. Loose as he was all season, 
even Springer could not have been im- 
mune. Obviously the Harley-Davidson 
people were counting on him not only to 


win the championship, but to keep Scott 
from repeating. Scott won in. 1975 riding 
for the HD factory and then, in a sulfurous 
dispute involving primarily money and 
secondarily HD’s inability to supply him 
with decent roadracing or shorttrack 
equipment, walked away from the factory 
connection and became a privateer—for- 
bidding HD to use his title in any promo- 
tional way. Harley likes being Number 
One; they were not exactly thrilled with 
Scott, or with Scott’s interpretation of the 
way the game should be played. 

And then there was Roberts, struggling 
through the same kind of year he had in 
1975. While the HD milers and half-milers 
were getting better and better, Ken’s own 
dirt track equipment was merely growing 
more unpredictable. If it had good 
straightaway speed, his 750 twin wouldn’t 
hook up coming out of corners. If it 
hooked. up it wouldn’t run fast enough 
between corners. And if it gave every 
indication of working in the corners and 
on the straights, something would break. 

Even his road-racing equipment—and 
his roadracing luck—didn’t shape up until 
the Riverside National in early October. 
His back tire went away at Daytona while 
he was leading. He crashed at Loudon 
while leading. And he had tire and trans- 
mission troubles at Laguna Seca.and got 
whipped by Steve Baker. 

Because of the diversity of his equip- 
ment and the pragmatism of his approach 
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to racing, Gary Scott was in semi-decent 
shape before the last National. He had 
won but two races—Louisville and the 
Ascot TT—but he had banked enough 
high finishes to be within striking dis- 
tance. Through the season he had been 
able to select what he felt was the best 
possible race bike for any given event. His 
advantage over Springsteen lay with his 
750 Yamaha road racer; his advantage 
over Roberts involved his Harley-David- 
son dirt-trackers. 

Compared to either of his adveraries, 
Scott has never won a lot of Nationals. He 
only won three in 1975, the year he won 
The Plate, and his total of two in 1976 not 
only put him well behind Roberts and 
Springsteen but Steve Eklund (3 wins) as 
well, and tied with Steve Baker, a road 
racing specialist. 

There is method here. His high-finish, 
low-risk racing worked in 1975. His Num- 
ber One plate was invaluable in securing 
the sponsorship necessary for Gary to 
race in all the ’76 events, and it made 
sense to do business the same cautious 
way this year. Because Scott has alien- 
ated all the traditional sources of Cham- 
pionship assistance (namely HD and, 
after Riverside, Yamaha), a well-funded 
program for ’77 would be more immutably 
tied to the Number One place than ever. 
By freaking out the Big Two, Scott has 
made himself a dangerous commodity to 
almost everybody else; without the lever- 
age of The Plate things might be more 
difficult in 1977 than they were in ’76. 

However thorny Mr. Scott may have 
been to the Establishment with his claims, 
his machinations and his very black-and- 
white way of seeing things, there is much 
to admire here. His competition philoso- 
phy may be intellectual and conservative; 
his political philosophy is stark, retaliatory 
and novel. Having lost it all good-will-wise, 
there is nothing more to lose. Most pri- 
vateers stand whimpering in the shadows 
of the factory teams; Scott, the Privateer’s 
Privateer, confronts them—openly, an- 
grily, derisively. While Jay Springsteen, 
the 19-year-old free spirit, and Ken 
Roberts, the star-crossed Compleat Pro- 
fessional, made comfortable heroes, so in 
his own way did Gary Scott, backed into a 
corner and fighting for all he was worth. 

Ascot, the final battleground, is ugly 
and enigmatic. It squats in the rubble and 
rust of Southern California's smoggy in- 
dustrial trash bin and battles for solvency 
month by month, a round, brown, hole in 
the ground with lousy lights and clots of 
dirt peppered against its sorry white body- 


work. The greasy refinery fire that was. 


heaving curls of black smoke at the hori- 
zon seemed perfectly in keeping with the 
ruined despondency of Ascot’s neighbor- 
hood. To say Ascot lacks pretense is to be 
too kind; to call it a mean old bullring, 
hateful and scarred, is to be uncharitable 
but honest. 

The track gets used a lot, and its unique 
admixture of oil, rubber, clay and ordinary 
dirt has been fired against the retaining 
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walls so often that most of its dust has 
simply blown away. Ascot’s traction is 
wondrous indeed. A bike doesn’t slide at 
Ascot—it vascillates between traction 
suddenly gained and suddenly lost, nego- 
tiating the corners in snatches, churnings, 
jerks, tremblings and shudders. If a San 
Jose show is balletic and silky, an Ascot 
performance is roguish, unkempt and 
clearly dangerous. A rider does business 
at San Jose with a fine duelling sword; 
Ascot responds to the chain saw. 
Springsteen, Roberts and Scott could 
not afford to confine their interest to them- 
selves alone, for it is written that Ascot 
favors her regulars and holds visitors in 
contempt. Scott and Roberts grew up 
there but haven’t been back to pay their 
respects; Springsteen was a well-beaten 
seventh last year and retained his “new- 
comer” classification. Meanwhile, Ron 
Wood’s thundering lightweight Nortons, 
year-in and year-out Ascot perennials, 
were massed in the front of the pits look- 
ing meaner, cleaner and redder than ever, 
one of them, Hateley’s, having twisted 78 
bhp. out of C.R. Axtell’s dynamometer and 
the other two right behind at 76.0 
(Jorgensen) and 76.8 (Aldana). If they 
were a few ponies behind the Harleys they 
were also 40 pounds lighter. Hateley and 
Aldana have a fair working knowledge of 
Ascot; Jorgensen owns the place. Lurking 
not far away was John Allison, another 
Regular and a friend of Jorgensen’s. Alli- 
son, as they say, “rides a nice line at 
Ascot.” That he had quirk solutions to the 
track’s quirk problems was evidenced by 
his rear tire, one of those old Firestone 
block-print jobs that had to be 18 years 
old and was 30% harder than the typical 


Ascot Pirelli or Carlisle. 
Then there were “teammates” to con- 


sider: Skip Aksland goes fast at Ascot, 
having finished second to Roberts there 
in 1975. Gary Scott’s brother Hank does 
likewise—he was third last year. And Rex 
Beauchamp doesn’t exactly hang about 
either. He led his heat in ’75 until he 
caught his foot in a rut. 

Different fortunes began shaping up for 
different people in a hurry. Before the 
track opened for practice, Kel Carruthers 
was asked if Roberts’ Yamaha was any 
better than it had been the year before. 
“That’s hard to tell,” Carruthers an- 
swered. “We put in a slow cam. It’s had 
too much power.” Gary Scott had decided 
to ride the Sal Acosta Triumph he used to 
win the Ascot TT in late July. “Triumphs 
seem to work better here—for me—than 
Harleys do,” Scott explained. It was re- 
vealed that Jay Springsteen had been 
suffering with the flu, the effects of which 
he had tried to shake with heavy doses of 
a sleeping remedy. 

Then came the Springsteen crash, the 
Werner finger re-build, all those sighs of 
relief and an ace-racer with every excuse 
in the world to play it safe, to get the job 
done with a seventh or better, to ruminate 
on the yawning sewer-pipe down which 
everything would go if he screwed up 
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again. What more did he need? He was 
sick. He had crashed and hurt himself. He 
wouldn’t get much more practice. Every 
excuse in the world. 

He qualified eight-fastest, behind Hank 
Scott, Rex Beauchamp, Skip Aksland, 
Gary Scott, Gene Romero, Roberts and 
John Allison. Jay was using his first-string 
bike, the one with the magneto and bat- 
tery-and-coil ignition. His other bike, the 
one he crashed, was workable but sus- 
pect, and besides, Werner had every in- 
tention of going with the first-stringer 
anyway. “We always start off with the 
other bike and work our way up to the fast 
one,” Bill explained. Had he taken any 
special precautions getting ready for this 
race? “Well, not really. But yeah, sort of. | 
had a lot of time to look stuff over, and | 
checked some things | guess more out of 
nervousness than anything else. The bike 
doesn’t have any new parts in it—that’d be 
dumb. It’s got parts in it that are in the 
middle of their life cycles—not so new as 
to be dangerous, but not so old as to be 
worn-out either.” 

Scott, despite diligent efforts bordering 
on open-heart surgery, couldn’t get his 
Triumph to run properly. Watching 
Roberts and then a fleet of Harleys drill 
him in practice, a photographer said, “If 
Gary rides that bike he’s out of his mind.” 
He wasn't, and he didn’t. He qualified on 
his XR-750, leaving the Triumph for Sal 
Acosta to ponder. 

Roberts was just fine after qualifying. 
His Yamaha was working, despite the fact 
that the track was, in the words of a 
Regular, “a real mess.” Southern Califor- 
nia had been especially hot for the entire 
week preceding the Ascot National. But 
for some reason the people charged with 
preparing the track didn’t notice, and by 
late Saturday afternoon, riders in abun- 
dance were walking or minibiking out to 
the South turn to take a look. The groove 
was five feet farther from the pole than 
normal, caused both by light traction and 
a multitude of race-faces on a multitude of 
racers. “It’s gonna be an exciting Na- 
tional,” a competitor explained, “one 
that'll determine everything. So the 
crowd’s gonna be big, which means that 
the money'll be big, which means that 
everybody’s tryin’.” They were tryin’ es- 
pecially hard in Turn One, getting in so 
hot that the bikes were pushing—and 
moving the groove towards the outside 
retaining wall. 

Whether the absence of Ascot’s heavy- 
duty bite helped Roberts or hurt him de- 
pends on whom you talk to. Some say that 
the high-spinning, no-flywheel, power- 
down Yamaha twin does better when 
there’s not grip enough to contain the 85- 
bhp HDs; others feel that the little Yam 
thrives on perfect traction conditions. Ron 
Wood, however, was Clearly distressed by 
the track preparation. “We like it wet and 
gooey, gooey, gooey,” he said, watching 
the clouds of dust forming in the entry to 
the South turn. “The way it is now, boy, | 
don’t know. . .” 


However it was and however Roberts’ 
bike dealt with it, the track changed 
slightly by heat-race time and put Kenny 
all but on the trailer. To their credit the 
AMA officials recognized that there was a 
problem with the track, and delayed the 
program until the water-truck and the 
spike-draggers had done some more 
currying. Then there was a warm-up/ 
practice/track-testing session before the 
heats. Jorgensen carved into the first turn 
and almost unloaded in a slick spot. So 
did Eddie Wirth. So did Aldana, and then 
Jorgy again, then Aldana again, then 
Randy Cleek. The drag equipment was 
recalled, and more riders came out to 
eyeball. Finally, with the huge crowd 
growing restless, the first heat went off, 
which Skip Aksland won ahead of Aldana 
and Jorgensen, Aksland’s Yamaha spit- 
ting angry little puffs of smoke from its 
tailpipes. Rex Beauchamp won the sec- 
ond heat wire-to-wire ahead of Mike Kidd 
and Ted Boody, who had passed Roberts 
in the North turn midway through the 10- 
lapper and held him easily. Roberts’ rear 
tire, which had worked nicely during his 
time trial, was too soft for the now-tacky 
track. So Roberts had to win his Semi to 
qualify, and even if he did he’d start from 
the back of the pack in the National. 

John Hateley won the third heat big on 
his Wood short-stroker Norton, and then it 
was time for everyone to see how Spring- 
steen would deal with the flu, the track, 
the race, the Championship and the smell 
of his own blood. Four seconds after the 
green start light flashed everyone knew. 
Raking deep into the first turn with Steve 
Eklund and Gary Scott, Springsteen tilted 
his Harley until clods of dirt were ricochet- 
ing off the clutch cover, then slithered 
around Scott on the outside and went 
singing down the back straight. By the 
fourth lap he had a paralyzing lead, and 
built it up until the checkered flag came 
out. All he had to be was third. 

With Jay safely in the National, Roberts’ 
goose was cooked. Even if Springsteen 
blew it up on the starting grid he would get 
one point—the point he needed to freeze 
out Kenny. As if Roberts didn’t have prob- 
lems enough of his own. His crew had 
removed the engine from his backup bike 
and installed it in Aksland’s, having found 
those little puffs of exhaust smoke sus- 
picious. Then, after Roberts went on to 
win his Semi, he noticed that the rear end 
was bound-up, a problem traced to the 
swing-arm pivot. While Roberts taped rip- 
offs to his face-shield his own frame- 
making people set upon the Yamaha with 
sweat popping and hammers flying. 

Werner ministered to Springsteen’s 
rear tire problem (the bike had gotten 
looser and looser in the heat); Dick 
O'Brien ministered to Springsteen. With 
his arm around Springer’s shoulder and 
the O’Brien finger emphasizing point after 
point, Jay nodded meekly and looked 
contrite. No-one except Springer heard 
what O’Brien had to say, but you could 
guess: don’t throw it away. You only need 
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7th. Save the tires. Stay away from traffic. 
Go at a comfortable pace. Be careful, and 
don’t take chances. 

Right, Mr. O’Brien, you said it, sure 
makes sense, what you're gonna see out 
there is ol’ Mr. Conservative Himself, belt 
and suspenders, a veritable Roman 
Hruska among motorcycle racers. 

Just so. 

Jay lined up on the front row for the 20- 
lap National with Rex on the pole to his left 
and Hateley, Aksland, Kidd and Scott to 
his right. Behind were Rick Hocking, Dave 
Aldana, Ted Boody, Steve Eklund, Hank 
Scott and Alex Jorgensen. And way be- 
hind, in exile on the back row, were 
Roberts and Romero, National Numbers 2 
and 3, National Champions both. Springer 
spiraled his little yellow cap to Werner, 
accepted good luck wishes from Ro- 
mero’s dad, Hateley and Camel Lady Lynn 
Griffits, tightened down his helmet and 
peered out with those savage eyes all 
good racers seem to have. It is now... 
time for business. 

Mr. Conservative tracked Hateley off 
the line and let him lead for a little while, 
but when the pack erupted from the deep 
brown dimness of Turn Four there was 
Springsteen, in front and flying. After two 
laps only Alex Jorgensen was nearby, 
with Scott in third, Boody in fourth, Aks- 
land in fifth, Eklund in sixth and Mike Kidd 
seventh. Well, the other guy did lead fora 
while, didn’t he? How much conservative 


CINTO 
Cyde & Salvage Ine 


USED PARTS 


$ — SAVE — $ 


Y2 of new parts cost 


EAST COAST'S LARGEST 
USED PARTS DEALER 


ENGINES-TRANS.-F RAMES 
FRONT ENDS-WHEELS-FENDERS 
SEATS-TANKS-ELECTRICS-ETC. 


— MACHINE SHOP — 


CRANK GRINDING-CYLN'. BORING 
VALVE & HEAD WORK - DISK 
BRAKE DRILLING 


Call TOLL FREE 800-638-0260 


Maryland residents call 301-297-8410 
or write 
5726-32 Spring St. Clinton, MD. 20735 
JUST OFF WASH.D.C. BELTWAY (495) 
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d’you want? 

Halfway through the race Jorgensen, 
on that devil-red Norton, was still close— 
and Alex was very close. Scott was third, 
but Boody and Aksland were moving on 
him and Kidd was hawking Boody. In the 
back, Roberts: licked and going no- 
where, accompanied by Aldana. Jorgen- 
sen continued to nudge closer and closer 
to Springsteen, and when Jay got cock- 
eyed in the North turn at the end of the 
14th lap Alex jumped on him. 

Well, fair enough, people were thinking. 
It’s Alex’s track, and it'd be neat to see one 
of Ron’s Nortons win a National, and 
second is plenty good enough for Spring- 
steen anyway since it’s way above sev- 
enth and he’s got Scott covered, since 
Scott’s back in third. 

Fair enough? Not as far as Springsteen 
was concerned. With O’Brien and Werner 
about to come out of their skins and 
everybody else in a Harley T-shirt cover- 
ing their eyes afraid to look, Springsteen 
re-passed Jorgensen on the next lap and 
ran hard enough around that nasty track 
to set a new 20-lap National record and 
win by the better part of a straightaway. 
Alex was a healthy second, Aksland got 
past Scott for third and Rookie Ted Boody 
was fifth. 

Springsteen couldn’t have won it better. 
Despite the flu and the crash and the 
finger and a track renowned for rudeness 
to strangers, and despite the warm refuge 


of second place which anybody else 
would have accepted, and despite the 
persistent cautions of Werner and 
O’Brien, and despite the possibilities of 
crashing or blowing that would have 
dropped the Championship right where 
nobody at HD wanted it, namely Gary 
Scott’s lap, Springer wouldn't take no for 
an answer. He drop-kicked that cranky 
bitch of a track and came away with 
everything: the win (no non-Californian 
had done that in 18 years); the Champion- 
ship (at 19, Jay is the youngest Number 
One in AMA history); seven National victo- 
ries (only Joe Leonard ever won more ina 
single season); five victories out of his last 
six races including four in a row; a 21- 
point advantage over Gary Scott and 36 
over Kenny Roberts; and the astonished 
respect of everyone who watched what 
he did and just couldn’t believe it. 

Said Dick O’Brien: “Well, he rode alittle 
harder than | wanted him to.” ` 

Said Gary Scott: “Now we’ve got some- 
thing to improve on for next year.” 

Said Kenny Roberts, after Carruthers 
told him he’d have bikes to test in about 
three weeks: “You're three months late.” 

Said Bill Werner, when congratulated 
for having tuned for two consecutive Na- 
tional Champions: “But this one was so 
much nicer.” 

Said Jay Springsteen, delighted to be 
signing his autograph on an outthrust 
female breast: “All Riiiiight!” © 


HIGH PERFORMANCE IGNITION COILS 


KAWASAKI KZ 650-900-1000 


HONDA CB750 


e 30,000 +. Volts Output 

e Impedance Matched to Stock Ignition 

e 15 Minute Bolt-On Installation 

e Bonneville Proven at 155 MPH (Aug. 1976) 

e $62.50 per Pair Complete with Installation 
Kit and Instructions 


All Products Warranteed 100%: Against Defects in Material Or Workmanship. 


PLANNING TO 


Let us know 8 weeks in advance so that you 
won't miss a single issue of CYCLE. 
Attach old label where indicated and print 
new address in space provided. Also include 
your mailing label whenever you write con- 
cerning your subscription. It helps us serve 
you promptly. 

Write to: P.O. Box 2772, Boulder, CO 80323, 

giving the following information: 





(Change address only [] Extend my subscription 
ENTER NEW SUBSCRIPTION 


O 1 year $7.98 


Allow 30-60 days for 
delivery. 


C Payment enclosed 
(1 extra BONUS issue) 
O Bill me later 





ANDREWS PRODUCTS, INC. 


9872 FARRAGUT STREET 


@ ROSEMONT. ILLINOIS 60018 


312/678-4014 


AFFIX OLD LABEL 


i here. 
If you have no label handy, printOLD address 
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) adja ent eee oor en ae a 
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ity 
| ; 
l 
NEW ADDRESS HERE 
please print 

Address 

City 

State =m Zip —_______ 
Additional postage g year: For Canada add $3. For 


countries outside U.S. and Canada, add $5— cash in U.S. 
currency only. 0870 





MARKET PLACE 


GENERAL INFORMATION: First word in all non-display classified ads set in caps at no extra charge. ALL copy subject to publisher’s approval. All advertisers 
using Post Office Boxes in their addresses MUST supply publisher with permanent address and telephone number before ad can be run. Ads are not 
acknowledged. They will appear in first issue to go to press if received after closing date. Closing Date: 3rd of the 2nd month preceding cover date (for 
example, March issue closes January 3rd). Send order and remittance to Classified Advertising, CYCLE, One Park Ave., New York 10016, Attn: Hal Cymes. 








NON-DISPLAY CLASSIFIED: COMMERCIAL 
RATE: For firms or individuals offering commer- 
cial products or services. $2.00 per word (includ- 
ing name and address). Minimum order $30.00. 
Payment must accompany copy except when ads 
are placed by accredited advertising agencies. 
Frequency discount: 5% for 6 months; 10% for 12 
months paid in advance. READER RATE: For 
individuals with a personal item to buy or sell 
$1.10 per word (including name and address). NO 
MINIMUM! Payment must accompany copy. 
DISPLAY CLASSIFIED: 1” x 1 col., $105.00; 2" x 1 
col., $210.00; 3” x 1 col., $315.00. Col. width 
2-1/4". Advertiser to supply film positives. Please 
write or phone for frequency rates. 





FOR SALE 





DUCATI 


DUCATI 1974 750GT. 3000 mi. Back restfuggage rack, 
Cibie. Sharp. $1100.00. (217) 893-0480. 


LAVERDA 


1975 LAVERDA 750 SFC True Classic — Immaculate. 500 
miles — $3,500. Buteria, 316-Brunswick Ct., Streamwood, 
IL 60103. (312) 289-4705. 

MISCELLANEOUS 
FREE WHOLESALE CATALOG: Motorcycle, Snowmobile, 
Small Engine, parts, accessories, fiberglass supplies. Man- 
ufacturer’s Supply, Box 157-C, Dorchester, WI 54425. 
NOW, Easy Metal Repair. Guaranteed. Low heat welds 
every aluminum part. Minutes practice, pennies per weld. 
Tested. Just Aluminum, 2105 School Drive, Rolling Mea- 
dows, IL 60008. (312) 259-5314. 


CYCLE SUDS! Keep your cycle like new. One Quart makes 
5 gallons Cleaner. Non-toxic, Non-flammable. Send $4.95 
plus $1.05 postage and handling to: Cycle Suds, P.O. Box 
25321, Honolulu, Hawaii 96825. Allow 4 weeks delivery. 




















ACCESSORIES 


TWISEA 


THROTTLE HELPER 
Counteracts throttle spring tension. 
Ends forearm fatigue safely. 
Mounts easily inside most 
7/8" handlebars, 
Money back 





$9.88 PPD. 
Info on request. 


SS 
guarantee. SE Dealers inquire. 
Give make & model cycle. 
U.S. Pat. J CMB MFG. CO. DEPT. A 
3752006 BOX 57, TEMPE, AZ. 85281 















CYCLE SYSTEMS’ TZ-750, Style Set For The Yamaha RD 250, 350 
& 400. We Have Other Tanks & Seats For Honda 350/2, 500/550 
& 750; Kawasaki 250/3, 350/400/3, 500/3, 750/3 & Z-1 & Suzuki 
500 & 750. Our Tanks Feature A Flip-Up Cap That Threads Onto A 
Neck That Is Bonded Into The Tank. This Plus Our Air Vent Device 
Makes The Tank Leak Free. We Offer A 10 Day Exchange Or 
Money Back Guarantee. Tanks Are Warrantied For 90 Days Against 
Leaking. Send $1.00 For Our '76 Cafe Catalog & State Make, 
Model, & Year. Please Print Your Name & Address & Feel Free To 
Ask Questions. Check April Thru August 1976 Issues Of Cycle For 
Our Other Ads. 
CYCLE SYSTEMS 

Santa Clara, CA 95050 





3245 Edward 





Or Call (408) 243-7719 (7 Days — Afternoons Best) 


STOP 








wasting time and money 





Get the all-new, full-color, 324 page 
STEPHEN ALLEN COMPANY 
mail order catalog 
FEATURING all the latest and hard to find bike 
and. rider accessories for HONDA, KAWASAKI, 
YAMAHA, SUZUKI. Brands like BELL, DUNLOP, 
LAKEWOOD, K&N SCOTT, PETTY, S&W, PACIF- 
ICO, MIKUNI and many more plus thousands of 
replacement parts. ORDER NOW! Only $2.50 
(refunded 1st order). Send cash, check, M.O. or 
BA, M/C no. + exp. date to STEPHEN ALLEN 
CO., PO 5129, San Jose, Ca. 95150. 
[one es a a a aT 





HONDA e SUZUKI e YAMAHA e KAWASAKI e BULTACO » 


CDI IGNITIONS 
for Single-Cylinder Motorcycles 


MOTOTEK CONVERSION KIT Model CD-31 

Changes any flywheel-magneto or E-T ignition to a 
true breakerless CDI. Completely eliminates points. 
Control unit charges and triggers from your exist- 
ing stator-flywheel assembly. Works on 2-strokes 
and 4-strokes, Includes control unit and matching 
ignition coil. Complete, nothing else to buy. $54.95 


MOTOTEK REPLACEMENT CDI Model CD-125 
A high performance CDI unit for the Honda CR-125, 
Kawasaki KX-125 and KX-250, and all Suzuki TM and 
RM models. Includes “black box" and matching 
ignition coil. Timing stays fixed at top RPM. Get full 
power, full revs. Pre-timed with motorcycles listed, 
just connect it up and go. Adaptable to other bikes 
as well—just follow simple timing instructions. 
$54.95 Complete. 
Both models are motocross, trail, and desert tested 
by top riders, Proven performance and dependabil- 
ity. With both models you get mounting hardware, 
silicone HV plug wire, complete instructions, and a 
two year guarantee. 
Order yours now. 10 day money back offer. Send 
check or money order and cycle make, model and 
year to Martek Products, Box 1336, Costa Mesa, 
CA 92626. 
DEALER INQUIRIES INVITED 
(714) 751-7901 
HONDA ¢ SUZUKI * YAMAHA e KAWASAKI « BULTACO ° 


e MONTESA > BENELLI e CARABELA * COOPER « HODAKA e 
VNVGOH * Y3d009 ¢ VISEVHVO ¢ ITISN38& ° VSSLNOW 


CYCLE TIRES, American made. Save $$. Fast delivery. 
FREE price list. MILLER TIRE CO., R.R. No. 5, Box 223, 
Wauseon, OH 43567. 


„THE SUPER TUBE LOCK 





it 
Pat. Pend. Locked 


Telescoping tube lock for center stand made of spe- 
cial heat-treated steel — can't be cut. Prevents 
center stand from retracting. Custom built for your 
bike regardless of make. 


State make, year, model and exhaust system when 
ordering. 
Only $34.95 plus postage. 


TAYLOR AND FRIEND ENTERPRISES 
5264 Brookville Road 
Indianapolis, Indiana 46219 
(317) 635-1223 


WORRY FREE AIR SUSPENSION KIT 


Gauge monitored fork action simpli- 
Ñ fies tuning. Better response to small 
‘ed bumps and muscle for large ones. 
Completely adjustable for a person- 
2 £ alized ride. 
Polished alum. manifold, high pressure design will not leak. Order and 
inspect at no risk, $47. 50 ppd. Or write for free information to: 


FLORIDA CYCLEAIR, INC. 
Dept. C, P.0. Box 482 Georgetown, FL 32039 








APPAREL 





FINEST QUALITY LEATHER motorcycle jackets, shirts, 
pants, boots, belts, gloves, vests, helmets, raingear. 
World's lowest prices. Immediate delivery. Catalog 25 
cents. Herm’s Leathertogs, Dept. C., 701 Northampton St., 
Easton, Pa. 18042. 





BUG COLLECTER SUNGLASSES = 
Stop plucking bugs from your eyeballs. 
These sunglasses give full eye coverage 
* Cable earpieces so they can't fall off 
your face * Impact-resistant glass lens in 
choice of yellow, grey. or green  Triple- 
braced rhodium plated wire frames * 





Brow rest + Carrying Case * 30 day money-baek guarantee * Fast delivery « 
Send only $6.95 for 1 pair. or $11.95 for 2, or $16.95 for 3. Postpaid. For Air- 
Mail or Foreign shipments add .55 per pair. You may also use MasterCharge 
or BankAmericard, make sure you copy all numbers on card. 
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WRITE FOR FREE INFORMATION 
P.O. Box 5023 œ _P.O. Box 5023 + Santa Barbara, Calif. 93108 Barbara, Calif. 93108 


CHAPS: Contour Cut to FIT! 
Tall; Big, & Athletic builds - 
satisfaction guaranteed 
since 1954. 


phone orders 602-266-4861 


| NEW! Send 50¢ in. coins for 
COLOR PHOTO. CATALOG of 
Made to Measure LEATHERS. 

| SHIRTS, JEANS, JACKETS, 


OF PARRE 
Dept. 46 

3903 N: 16 St. 
Phoenix 85016 





LECTRIC VEST — Still The Best! 


Ask the person who owns one. The body heater is 
attractive to wear with any gear. Easy to install, use, 
& regulate. Has switch & 2 levels of heat. Unplugs 
at bike. Satisfaction guaranteed. Recommended in 
Feb. '76 Cycle Product Evaluation. Why not order 
now! Only $49.95 from: 

WIDDER ENTERPRISES 


Dept. C, 3539 La Quinta San Clemente, CA 92672 
(714) 496-7576 





BUSINESS OPPORTUNITIES 





FREE SECRET BOOK “2042 UNIQUE Proven Enterprises.” 
Fabulous "little knowns". Work home! Haylings-B, 
Carlsbad, CA 92008. 


DEALERSHIP in central Mississippi for sale, Yamaha and 
Kawasaki. Top location in large city. For details, write: C. 
Beard, P.O. Box 2215, Baton Rouge, Louisiana 70821. 


EXCEPTIONAL Quality cycle dealership. Sun Belt City 300 
plus days cycling weather. Suzuki, Motozuki, Indian. Com- 
plete parts, any cycle line, accessories, repair shop. Pat 
Hamilton, (915) 366-8017. Century 21-Sims Co., Realtors, 
402 E. 7th St., Odessa, TX 79761. Office (915) 333-3174. 











CYCLE INSURANCE 





LOW RATES. Coverage available in most States. Write for 
application. Motorcycle Underwriters, 466-C Main St., Glen 
Ellyn, lll. 60137. 





CLUBS 





GOLD WING OWNER'S ASSOCIATION. Write for applica- 
tion & sample newsletter. G.W.O.A., Rt. 1, Box 14AA, Eagle 
Creek, OR 97022. 





WANTED 





BMW WANTED, Running, Wrecked, Parts or Inventory, 
27241 Waldorf, Roseville, Mich. 48066. 





CYCLE PUBLICATIONS 





Road Rider 


The only motorcycle magazine 
published solely for the touring 
rider. $10.00 for 12 issues, or 


send $1.00 for a sample copy 
to: P.O. Box 678, Dept. E, 
South Laguna, CA 92677 





ANNOUNCING! 


AN INFORMATION BREAKTHROUGH! 
eFIX IT YOURSELF, WITH 
“EVERYMAN’S GUIDE TO MOTORCYCLE 
ELECTRICAL SYSTEMS” 

By R. Samuel Retsel 
$5.00 
Over 100 Illustrations 


e SAVE HUNDREDS OF DOLLARS WITH: 
“EVERYMAN’S GUIDE TO BUYING A USED 
MOTORCYCLE” 

By R. Samuel Retsel 
$2.00 


JENNIFER PUBLICATIONS 
10 Dale Street Woburn, Mass. 01801 





1976 CYCLE BUYERS GUIDE 


MOTORCYCLE CATALOG SECTION— 

nearly 250 bikes, with photos and 

technical descriptions © ACCES- 

SORIES DIRECTORY—photos, tech 

descriptions and prices on helmets, 

gloves, goggles, jackets, wind- 

shields, tools, tires and more © 

MINIBIKES AND MINICYCLES 

CATALOG SECTION è ROAD TESTS 

ON '76 MODELS e TEN BEST CYCLE BUYS œ 
Plus: State Motorcycle Laws @ Bike Index by Dis- 
placement Category © Motorcycle Distributors © 
Listing of Major Competitions. It’s the whole bag— 
and your next bike is here! Order your copy from 
Cycle Buyers Guide, Consumer Service Division, 595 
Broadway, New York, N.Y. 10012. Enclose $2.25 
($1.95 plus 30c postage and handling). Outside 
U.S.A. $3.00 postpaid. Residents of Calif., Col., 
Fla., IIl., Mich., Mo., N.Y. State, D.C. and Tex. add 
applicable sales tax (postage and handling charges 
non-taxable). 








EMPLOYMENT OPPORTUNITIES 





NEED First Class Honda Mechanic. Good Steady Job for 
Right Man. Jerry's Honda Sales, 620 N. Main, Harrisburg, 
IL 62946. 

MANAGERS MOTORCYCLE. One of the largest multi-store 
motorcycle dealers in the world has exciting positions 
open for managers. Well established suburban stores in 2 
states. Diversification into automotive, insurance, finance 
and real estate makes your work profitable. Also possible 
personal investment opportunities available. Salary and 
bonus .commensurate with experience. Send resume to 
Box 213, CYCLE, Classified, One Park Avenue, New York, 
NY 10016. 





EMPLOYMENT INFORMATION 


OVERSEAS JOBS—Now hiring. 103 countries, all 
occupations, high pay, free transportation, tax benefits. 
Latest computerized reports—$2.00. TRANSWORLD, 
International Airport, Box 90802-CY, Los Angeles, 
California 90009. 

AUSTRALIA—NEW ZEALAND WANTS YOU!!! 50,000 Jobs! 
Paid transportation! Latest information and forms. $1.00. 
AUSTCO, Box 3623-CY, Long Beach, Calif. 90803. 
OVERSEAS Employment. . . Australia, Europe, Asia, South 
America! All occupations! $700-$4,000 monthly! 
Employment International, Box 29217-WM, Indianapolis, 
Indiana 46229. 








EQUIPMENT AND PARTS 


HONDA MOTORCYCLES AND PARTS ARE CHEAPER IN 
CENTER, TEXAS. When ordering parts please give us 
Model, Year, Frame Number and Engine Number. HAYDEN 
HONDA, P.O. Box 829, Center, Texas 75935. Phone (713) 
598-2330 and 598-2322. 







IF YOU NEED 


PARTS 


Mail Order Service Worldwide. 


Amityville. N.Y. 11701 CYCLE CITY Inc. 
BSA Parts 


Kawasaki Parts 


SHIPPED SAME DAY 
NORFOLK Box 81, Rte 1A 
MOTORCYCLES Norfolk, MA 02056 

Call (617) 384-7555 


NATION WIDE 
TRIUMPH 


Mail Order Service 
OF WELLESLEY 






















184Worcester St. 
Wellesley Hills Mass o2181 
617 235 9729 


HONDA PARTS ONE DAY MAIL WORLDWIDE 
































State Model No., year, frame & engine nos. Call TOLL FREE 

NEW 80pg CATALOG 

& Cycle Sound Record $ 1 (except 45-6066 

($1.50 by Air Mail anywhere in the world.’ org & Alaska) fall 
16-248.5775 


HONDA of MINEOLA 


336 Jericho Tpke., Mineola, N.Y. 11501 








STROKER Crankshafts, Crankshaft grinding. Triumph, 
BSA, Honda 4's. Fast, reliable service, motorcycle crank- 
shafts only. Monroe Hays, 123 Mt. Shasta, Dallas, TX 


GenParts 


got ‘em for you 





her 


& 
ao ES 


S WHOLESALE” 


ALL NAME BRAND PARTS & ACCESSORIES — FOR: 
Honda, Kawasaki, Suzuki, Yamaha, Bell, Casler, Yuasa, 
oak y NGK., Castrol & Many, Many More! 

AY WORLD-WIDE SHIPMENT œ 
SATISFACTION GUARANTEED ¢ SEND $1.00 
FOR ALL NEW CATALOG TO: GenParts, P.O. 
BOX 600, CHESTER, N.J. 07930. 











HONDA 


PARTS & ACCESSORY 
WAREHOUSE 


WE’RE NUMBER 
ONE FOR 


ACTION 4’S - DUNLOP 


KONI - BELL - NGK 
YOSHIMURA - WIXOM 
VETTER— AND MORE 


CARR’S HONDA 


6800 N. CLARK CHICAGO IL 60626 
312-274-7777 


aNCLUDE MODEL, YEAR; SERIAL NO. 





BMW and NSU Motorcycle complete parts and service 
WEST VALLEY CYCLE SALES, P.O. Box 2068, WINNETKA, 
CALIFORNIA 91306. Mailorders handled promptly. 


SAN DIEGO MOTORCYCLE SALVAGE. USED parts for all 
makes and models. 2676 Newton Ave., San Diego, CA 
92113. (714) 235-6261. 


paRTS YAMAHA Toots 


80cc to 400cc Shop Manuals $5.95 
Super Catalog o 322 Pages © Color $2.50 


Refunded With First Order 
DJ’ Yamaha 17550 W. Bluemound 
West Brookfield, WI 53005 
(414) 786-8390 
NORTHEAST UNITED STATES’ 
LARGEST MOTORCYCLE JUNKYARD 
Hard to Get Parts at Fair Prices 
HIGHEST PRICES PAID FOR 
WRECKS AND PARTIAL CYCLES 


CYCLE SALVAGE, Inc. 


157 Water Street New Haven, CT 06511 
Phone: (203) 624-4315 











CLASSIFIED ADVERTISING ORDER FORM 


Please refer to heading on first page of this section for complete data concerning: terms, frequency discounts, closing dates, etc. 









































phone numbers count as one word. 


Words 


O Payment of $ enclosed for 





1 2 3 4 5 
6 7 8 9 TEs 
11 12 13 14 15 
16 aie 18 19 20 
21 22 23 24 25 
26 27 28 29 30 
31 32 33 34 35 


WORD COUNT: 15. WORD MINIMUM. Include name and address. Name of city (Des Moines) or of state (New York) counts as one word each. Zip 
Code numbers not counted. (Publisher reserves right to omit Zip Code if space does not permit.) Count each abbreviation, initial, single figure or 
group of figures or letters as a word. Symbols such as 35mm, COD, PO, AC, etc., count as one word. Hyphenated. words count as two words. Tele- 


$2.00 (Commercial Rate) 





CHARGE: [I American Express (© BankAmericard [ Master Charge 
for insertion(s). You will be billed monthly. 
Account # 





$1.10 (Reader Rate) ge 
ies 
O Diners Club 


Expiration Date 






insertion(s). 





Master Charge Interbank # (4 digits above name) 





SIGNATURE MUST BE PROVIDED BELOW 


PRINT NAME 





ADDRESS 





CITY 





































CALL 
TOLL FREE 


FROM ANYWHERE in U.S.A. 


800-221-9810 


C GENUINE HONDA PARTS 
24 HR. MAIL UPS SERVICE 
A OUR 50th ANNIVERSARY 


State Year, Model, Eng. & Frame Nos. 
Our New Parts & Access. Cat. Avail. Send 
$1.00 for Postage & Handling. $1.50 for Air. 
1845 LINDEN BLVD., BKLYN. 11207 
L N.Y. State CALL: 212-257-0230 


S «© HONDA 


INSTRUCTION 





LEARN MOTORCYCLE MECHANICS 


in Miami-—Chicago or at home 


Write or Call for Information 


[AMERICAN MOTORCYCLE MECHANICS SCHOOL 





2840.N. Halsted 13700 NW 19 Bay 14 
Chicago, III. 60657 Miami, Fla. 33054 
312—929-0771 305-685-6466 








PERSONALS 












CONDOMS BY MAIL! 


Your choice of the best men’s contraceptives — 
Trojans, ribbed Texture Plus with “Pleasure Dots,” 
Sample Bold 45™— world's first colored condom with textur- 
ing. Stimula and 26 other brands. Plain, attractive 
package assures privacy. Service is fast and guaran- 
g teed. Sample pack of 22 condoms, $5. Catalogue 











High Performance Products for 
Honda @ Kawasaki è Yamaha 


cH USED PARTS 


All makes and models. Save up to 50% of retail. 

Many early & late Japanese & obsolete British 
parts in stock. Prompt | day service. 
Write Dept. C, 87 Park St., 

Beverly, Mass. 01915. (617) 922-3707 


PHONE: 
OYAL (213) 286-2550 
NFIELD «:s: 


alone: 25¢. Over 400,000 satisfied customers. 


Write today: POPLAN, P.O. Box 400, Dept. DCYZ-5 
Box 1206E1 è Bend, OR 97701 e (503) 382-6395 403 Jones Ferry Rd., Carrboro, N.C. 27510 








325 ORDER FROM YOUR OWN 1976 
MY MOTORCYCLE PARTS & MISCELLANEOUS 
ACCESSORIES CATALOG 
IDENTIFICATION Cards, send stamped self-addressed en- 


: send name, address, $2.95 to velope for samples. NIPCOF, 727 North Main, Las Vegas, 
ALLYN’S HONDA/ KAWASAKI Nevada 89101. 



























958 N. Maclay SLEEP LEARNING. Hypnotic Method, 92% effective. 
Mail Order Parts, Shop Manuals, etc. San Fernando, Calif. 91340 Details free. ASR Foundation, Box 23429 EG, Fort Lauder- 
Largest Stock in U.S.A. — Tell us vour needs today! dale, Florida 33307. 
304 Agostino Rd., San Gabriel, Ca. 91776 CYCLE TOURING Advertiser’s Index 
Service Page 
CYCLE RANCH SALVAGE Number Number 





We Buy & Sell Used Motorcycles & 
USED PARTS! Also NEW HONDA 
BMW - TRIUMPH - CAN-AM - BULTACO 































ISLE OF MAN TT TOUR Accessory HOUSE merei aE 
MAY 28-JUNE 18 85 American Honda ................ 

Round-trip from L.A. or S.F. on TWA. 3 days in London 67 American Honda ...... 
and 2 weeks on me Isle, including hotels, transporta- American M/C Institute .. 
tion, and meals. Plus assorted passes and freebies. All 
for $850. Group limited to 40. Contact Rich Arian, Andrews Products ... 
Vanguard Engineering, 1121 Francisco Blvd., San 65 
Rafael, CA 94901. (415) 453-8595. 


CYCLE RANCH SALVAGE 
37 Lake Ave., Ext. Danbury, CT 06810 
Call 203-743-6508 or 203-748-7710 














40 
caL TOLL-FREE FOp GOVERNMENT SURPLUS 
OndA AND KA WASA Clinton Cycle & Salvage.. ' 
yA Ky US. GOVERNMENT SURPLUS DIRECTORY. How, Where Competition Chemicals ...............ccccccceeees 
PARTS & to buy 100,000 items (including Jeeps) ... ae 2 ete 60 Continental Tires -snaaien eini 





on dollar! Most complete information available ... $2.00. 
ACCESSORIES SURPLUS DISPOSAL, Box 19107-WM, Washington, D.C. Dicks Cycle West .. 
WEST 20086: Eastern Emblem....... 
me 83 Harley-Davidson/Cycles 
America's COAST \ INVENTIONS. WANTED 78  Harley-Davidson/Accessories ................ C-4 
Largest SAVINGS 70 Hodaka 








Phone-Order 
Parts Service 


Honda of Mineola.. 


Hooker 
INVENTIONS Fae 
43 Kawasaki 
IDEAS WANTED Langlitz Leathers 
Leather-Clean 


Developed, Marketed for f EE booklet: 21 = Moto-Guzzi/Premier Motor Corp .... 
Cash/Royalty. Send of FR National Systems/Cust. Center 
Sales or Licensing to Industry. f How to Safeguard, Develop National Systems/M/C Repai 
—_________ Hand Market Your Ideas anona! Sy Storms epa 
NO IDEA IS TOO SMALL to Industry.” 27  Norton-Triumph 
LAWRENCE PESKA Outrider 
ASSOCIATES Nme ——————— ~ E 82 Protect-it 
500 Fifth Ave., Dept. CO6 f i agress R.J. Reynolds/Winston .. 
New York, N.Y. 10036 R.J. Reynolds/Camel .... 


City 
F Toll-Free No.: (800) 223-6655 Select Products 
NEW AND USED PARTS for old American Motorcycles. (N.Y. State residents call: ae Shelby-Dowd 


Catalog 50 cents. Ballak & Co., 6716 Walsh, St. Louis, MO (212) 391-6350) 
63109. Offices throughout the US A & Canada fy Phone No. 


Bank Americard 
& Master Charge 


ORDERS FILLED IN 24 HRS. 
Allyn's Honda/Kawasaki 958 N. Maclay 


San Fernando. Calit 
TRIUMPH, 


PARTS: from ‘47 on... 


-G.P. Cycle Works. . .4721 Telegraph 
Ave. . .Oakland, CA 94609 

-(415 )658 -9844 

-State: Make, Model, Year, I.D. No. 














NOEL cesses 
Suzuki Fun Center 














= 57 S&W Engineered 
or Q) RECORDS, HI-FI AND ELECTRONICS Tandy Corp 
PARTS Trophyland U.S.A. ...... 
34 U.S. Suzuki... 


Mail Order Service RECORD RATERS WANTED! Anyone qualifies. We ship 


NATIONWIDE MILLIS you nationally released LP’s to rate. We pay postage and 28 
Route 109 handling. You pay nothing for LP's. All you pay is small 33 Yamaha... 
Millis, MA 02054 CYCLE membership fee. Applicants accepted ‘“‘first come basis.” 
*(617) 376-2679 Closed Sun. & Mon. Write: E.A.R.S., Inc., Dept. CY, Box 10245, 5521 W. Center Printed in U.S.A. 





Street, Milwaukee, Wisconsin 53210. 





Information Service 


Here's how you can get additional information concerning products 
and services advertised in this issue, the New Products Editorial Sec- 
tion, and the listing on this page: 


Cycle Reader 
Brochure Service 


Here’s a listing of the latest in literature on 
commercially available motorcycle products. 
To receive any of the following materials, 
simply circle the number next to the item on 
coupon at right. Your request will be for- 
warded to the appropriate company. 


101. PRIMO PRODUCTS INC. would like to send you 
information on their belt drive system. The pack- 
age includes primary drive product descriptions, 
availability and prices. 


102. The Freestar H-rated street tire is the PIRELLI 
TIRE CORP’s newest addition to their formula 
cycletire line. Their brochure will give you full 
details. 


103. For information on the Maxi-Dwell II ignition sys- 
tems, see this brochure from MAXI-PRODUCTS, 
INC., featuring a complete explanation of the 
system and how it works. 


104. The SILVER TRAIL CORPORATION makes one, 
two and three rail motorcycle trailers in steel or 
aluminum. Their information package includes 
features and specifications. 


105. Everything from rust removers to gaskets can be 
found in these two catalogs from PERMATEX/ 
LOCTITE and as a bonus they'll also send you a 
copy of their newsletter. 


106. CCM IMPORTS INC. makes Motocross competi- 
tion motorcycles in the 250cc to 650cc range. 
Their literature will give you prices, specifications 
and ordering information. 


107. Non-petroleum synthetic lubricants are the spe- 
cialty of KLOTZ SPECIAL FORMULA PROD- 
UCTS INC. Their brochure includes their test 
results and specifications on all of their products. 


108. Bike-Aid® is a new lubricant from DRI-SLIDE 
INC. They'll send you product information and a 
10 point lubrication plan for your bike. 


109. For rainy weather check out NEESE INDUS- 
TRIES Dry Rider line of nylon and polyvinyl chlo- 
ride protective coveralls. 


110. Literature on Full House jeans, motocross 
clothing and batteries is available from FUQUA 
CYCLE. 


111. An electrolite replacement fluid for people? 
GOOKINAID E.R.G. will give you the details on 
this drink for active people and why and when you 
should use it. 


For any of the above information circle ap- 
propriate number on a coupon at right! 


PN 


. Clip one of the coupons. Print, or type, your name and address as 
indicated. Be sure to include Zip Code. 

. Please circle the number on the coupon which corresponds to the 
number at the bottom of the advertisement, New Product listing, or 
next to the item in our brochure listing on which you wish further 
information. 

. Enclose 25¢ to cover our processing costs. Your name will be for- 
warded to each company from whom you have requested further 
information: Listed companies will mail out literature as they deem 
appropriate. 


4. Mail Coupon and 25¢to: Cycle 


P.O. Box 2904 
Clinton, lowa 52732 


5. Allow 4 to 6 weeks for receipt of literature and information. 








CYCLE, P.O. Box 2904, Clinton, lowa 52732 Don't Forget ¢ 
EXPIRES MARCH 31, 1977 CC 1/77 A Quarter 25 
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For information on items circle numbers below. c 
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Neuusline 


Geegaws and Fooforaw 


Marzocchi Fork Springs: The weakest 
parts of the new Marzocchi magnesium 
and aluminum motocross forks are the 
springs. S&W Engineering has just de- 
veloped their replacement spring sets for 
the Marzocchi forks. These S&W springs 
are wound from quality high tensile wire, 





specially peened and phosphate coated 
for corrosion resistance. The Marzocchi 
springs are true 21-to-29 pounds per-inch 
progressive windings. S&W #SP2129-23 
spring set retails for $19.95. Further infor- 
mation from S&W Eng., 2617 W. Wood- 
land Dr., Anaheim, CA 92801. 
CIRCLE NO. 1 READERS SERVICE PAGE 


Nylon Motocross Pants: The popularity of 
synthetic material in motocross apparel 
has increased significantly. Big-4 has in- 
troduced their nylon motocross pants 
which have a combination of materials for 
durability and comfort. Big-4’s pants fea- 
ture extensive use of heavy-gauge nylon, 





Seige eR 
bai es 


thick hip padding and zippered pockets at 
the knees to hold closed-cell foam knee 
protectors. Heavy, padded vinyl has been 
stitched to the inseams. An adjustable belt 
and zippered ankle closures seal off these 
pants. Orders will be accepted on a toll- 
free line from Big-4: Dial 1-800-541-2677. 
CIRCLE NO. 2 READERS SERVICE PAGE 
104 


Flanders Handgrips: Its difficult to top 
time-tested products. Rather than chance 
an all-new pattern, Flanders has merely 
copied the popular Ouri-type handgrip 
design, making slight improvements. The 
Flanders's grips are molded with a soft, 
pliable rubber-like compound which re- 





sists both wear and ozone (smog) rot. In 
an effort to meet the different needs of 
riders and bikes, these grips come in two 
lengths—four or five inches. Available col- 
ors are red, yellow, blue and black. See 
your dealer or contact Flanders, PO Box 
2297d, Pasadena, CA 91105. 
CIRCLE NO. 3 READERS SERVICE PAGE 


Backrest Cushion: Florida Cycle Supply’s 
adjustable padded backrest has been 
built for passenger comfort. With seven 
inches of adjustment any passenger can 
find a position for easy leaning. The metal 
frame is nickel/chrome plated to resist 
corrosion, and the cushioned pad is 





covered with black vinyl. The backrest fits 
all Tour & Trail luggage racks. Retail price 
of the backrest is $16.45, and most motor- 
cycle dealers can put you into one. Fur- 
ther information available from Florida/ 
International Cycle Supply, PO Box 5245, 
Jacksonville, FL. 32207. 
CIRCLE NO. 4 READERS SERVICE PAGE 


Sizing Up: Special helmet sizes are dif- 
ficult to find. Arthur Fulmer has added 
special extra-large sizes (7% to 7%) to 
their full-coverage line of helmets. At the 
other end of the scale, AF offers children’s 
helmets in small and medium sizes. The 
big-bore series comes in thirteen colors 





and includes Fulmer’s standard features 
of laminated fiberglass shells, gel-coat 
finishes, polyurethane foam liners and 
chrome-edge trim. A two-year warranty 
covers all helmets. Available from your 
motorcycle dealer. Or write Arthur 
Fulmer, Post Office Box 177, Memphis, 
TN 38101 for information. 

CIRCLE NO. 5 READERS SERVICE PAGE 


Oil Pressure Gauges: M/C Enterprises 
has introduced high- and low-pressure oil 
gauges for motorcycles. All M/C gauges, 
built by Stewart-Warner, come complete 
with chrome covers, special fittings and 
instructions. The low-pressure units mea- 
sure from zero to 30 psi and the high- 





pressure units read up to 100 psi. Kits are 
available for the Honda GL 1000; Honda 
350F, 400, 500 and 550; Yamaha 750 and 
500; and Kawasaki KZ400. The units are 


sold by motorcycle dealers. Or write di- - 


rectly to M/C Enterprises, 7726 Deering 
Ave., Canoga Park, CA 91304. © 

CIRCLE NO. 6 READERS SERVICE PAGE 
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©1974 R. J. Reynolds Tobacco Co. 


Í 


for Winston] 
'tsmoke. 


Warning: The Surgeon General Has Determined A 19 mg, “tar’,13 mg. nicotine av. 
That Cigarette Smoking Is Dangerous to Your Health. ] per cigarette, FTC Report 
‘ APR.'76. 








A CHOICE BETWEEN COMFORT OR STYLE 
IS NO CHOICE AT ALL. 


[A Less Than Tolerant Viewpoint from Harley-Davidson ] 


a see it tall the time. Some poor joker 
takes one os at some fancy leathers modeled 
by a California actor lean- 
ing on arented motorcycle 
| and before you know it, 
he’s out on the highway in 
them. Touring Milwaukee 
|in late October, freezing 
| his .. .. off. 


f And winds up in an outfit 
F that looks like something 
| from a late night, Science 


Nobody wins. 

Naturally, we feel a great deal of sym- 
pathy when this happens. For us. The Human 
Icicle and Space Oddity don’t exactly make 
great ads for motorcycling. So, in the interest 





Fic enon. mn TV show. 





Or he turns practical. 


of your image, and ours, we cordially suggest a 
way you can avoid all that. 
Aclothing store for motorcyclists. 

Simply visit an expert with such a wide 
variety of styles he could stock a clothing store — 
your Harley-Davidson dealer. 

The first thing he’ll 
tell you is that no style 
looks good on a shivering 
rider. Then he’ll show you 
some features to look for. 

Like the specially 
sewn-in wind flap that’s on 
our Pioneer leathers and 
Cycle Champ jackets. A 
wind flap that’s not just cov- 
ering the front of the zip- 
per, but rather, is on the 
inside, behind the zipper 
where the wind can’t get at it. M 

He’ll show you the special sleeve closures 
on many of our jackets, to keep the wind from 
whistling up your arms. And specially-designed, 
pleated “action backs” to give you freedom of 
movement when you bend forward on the cycle. 

Common sense. 

He'll show you the common sense think- 
ing behind our snap-down collars. And demon- 
strate how they’re designed to keep you from 
being flapped to death at 40 MPH. 

And he'll show you how to determine 
the proper length riding jacket so that it’s 
long enough to protect you from wind whistling 
up under it, yet short enough not to bunch up 
beneath you. 

You'll be able 
| to choose intelli- 
© gently from more 
| jackets, vests, boots, 
m gloves and riding 
T apparel than you'll 
S see from any other 





e “action/ back” 


motorcycle manufacturer 


And you'll hit the highway confi- Fi 
dent that Harley-Davidson would never Ill 
leave you out in the cold. Tay us 


Ittakes a warm body to tame cold steel. 


AME 
Harley-Davidson 


CIRCLE NO. 78 ON READER SERVICE PAGE. 


